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AN OPPORTUNITY LOST 

President W. W. Atterbury, of the Pennsylvania 
Railroad, overlooked an opportunity in addressing the 
Chicago Association of Commerce this week. He had 
before him the representative business men of Chicago 
and he talked to them, in general terms, about the need 
of a fair attitude on the part of business men toward the 
railroads and the expectation of the railroads that such 
an attitude would prevail—to all of which, no doubt, the 
business men assembled assented. Everybody assents 
to sentiments of this kind, expressed in general terms. 
Everybody is ready to give three cheers for the poor, 
but when it comes to digging into one’s pocket for a 
dollar, that is a different thing. So it is with the rail- 
road situation. Everybody admits that the railroads ought 
to be allowed to prosper, but when it comes to foregoing 
a decrease in rates here or some other advantage there, 
that is a different matter, from the point of view of the 
business man. 

Mr. Atterbury had a great opportunity at this meet- 
ing to apply specifically what he had in mind by talking 
about the government barge line on the Mississippi 
River, but, with characteristic railroad avoidance of 
anything that might cause antagonism, he did not do so. 
He could have done it, it seems to us, without offense, 
by endeavoring to inform the gentlemen before him of 
some phases of the situation that might not have 
occurred to them. 

The Chicago Association of Commerce is one of the 
hearty supporters of barge line service and of further 
expenditures in its development. It is so because, 
obviously, the lower freight rates thus afforded are of 
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The reply to this would be, no doubt, that shippers were 


‘entitled to the lowest rates they could get by any legiti- 


mate means of transportation, and this reply Mr. Atter- 
bury could have met by answering that the barge line 
was not a legitimate agency of transportation because it 
was supported by the government at the expense of all 
the taxpayers. He might, at least, have endeavored to 
enlist support for the position of the railroads, presented 
to Congress, that, before spending more money on the 
barge line, the government ought to make a study as to 
the actual cost of water transportation. He did none of 
these things. Railroad men seldom do. In so far as 
they neglect such opportunities and do not try to point 
the moral to their tale, told in large and general terms, 
they have only themselves to blame for any situation in 
which they may find themselves or that they may fear 
for the future. 

How much the men who listened to Mr. Atterbury 
might have profited by the kind of lesson we think he 
should have taught, we do not, of course, know; but our 
observation is that men of this sort will at least listen 
respectfully to specific application of general principles, 
even when their own course is being criticized, if the 
criticizing is done in gentlemanly and constructive 
fashion; and quite often some of them are convinced. 
Certainly they ought to be informed by those who know 
as to where their course is leading them. 


SURCHARGE ON PULLMAN FARES 

Reproduction in the Congressional Record of an edi- 
torial from the New York World against the surcharge on 
travel in parlor and sleeping cars, on motion of Senator Rob- 
inson, of Arkansas, who advocates legislation making illegal 
the collection of the surcharge, and commendation of the 
editorial by the senator to the consideration of the chairman 
and members of the Senate interstate commerce committee, 
make timely a review of some of the facts relating to the 
surcharge. The editorial follows: 


While Congress is considering the removal of the remaining 
wartime taxes it might well turn its attention to one tax of war origin 





May 


THE TRAFFIC WORLD Vol. XLI, No. 18 

















































whos 




























char; 
wher 
for 1 
trave 
movi 
wher 
Com 

and 
exan 

Com 
remc 

bill 

into 
ever, 

Com 
whic 

no d 

man 

gets 

pany 
that 
discr 
to ge 

are 
Sen: 

has 
been 

or O 
afte 

ably 
1925 
mer¢ 
the s 
app 
1925 

havi 
of tl 
; f Febi 
One of the advantages of transportation of freight > 
and passengers by electric railway is the central and con- —_ 
venient location of terminals. The 
St. Louis, southern terminus of the Illinois Traction The 

System, is typical of this fact. Here the Traction enters How 

the city from Illinois over its own bridge and its own rails. 

The city passenger station and warehouses for receipt and follo 
Re delivery of freight are at 12th Street and Lucas Avenue, rate- 
Freight Terminal. right in the heart of the business district. fron 
gag It is a short walk from the Illinois Traction System the « 

freight and passenger terminal in St. Louis to the principal rate 

hotels and business places. It is a short haul from the duty 
wholesale and manufacturing section. woul 
Short hauls to the freight terminal, direct handling (b) 

over its own rails, standard equipment, joint rates and (c) 

interchange with all steam railways are a few of the fea- culty 

tures of Traction service that appeal to the shipper in the and 

St. Louis territory. ble, 

lutio 

Matt 

as * a parlc 

Com 

iInois~fracti stem | © 

3 was 

\ that 





a 








May 5, 1928 


whose proceeds do not go into the federal treasury. This is the sur- 
charge of 50 per cent on Pullman tickets. It was originally imposed 
when the government was in control of the railroads and was intended 
for the twofold purpose of raising revenue and discouraging civilian 
travel ‘when a large part of the railway equipment was needed for 
moving troops. 

After the armistice this surcharge was discontinued, but in 1920, 
when the roads were hard hit by the postwar inflation, the Interstate 
Commerce Commission restored it. Since then conditions have changed, 
and the reasons for its retention appear to be no longer valid. An 
examiner of .the Commission has recommended its removal, but the 
Commission itself has not. been able to agree whether it should be 
removed or only reduced. Meantime, the Senate has twice passed a 
bill for its repeal, but so far the House has failed to act. 

It has been objected that a bill of this character puts rate-making 
into the hands of Congress. The measure now before Congress, how- 
ever, prescribes no rates, but leaves that function to the Interstate 
Commission, where it properly belongs. It merely prescribes a policy 
which the Commission is to follow by stipulating that there shall be 
no discrimination or double charges for the same service. The Pull- 
man surcharge is in effect a double payment, for which the passenger 
gets nothing in return. Its proceeds do not go to the Pullman Com- 
pany, which renders the special service, but to the railw yay company. 

As a second objection to the repeal of the surcharge it is urged 
that the roads badly need the money. Whether they do or not, a 
discrimination against one class of traffic is hardly the proper way 
to get it. 


At least two statements are made in the editorial that 
are not in accord with the facts. One is that, though the 


Senate has twice passed a surcharge repeal bill, the House 
has failed to act. The other is that the Commission has not 


been able to agree whether the surcharge should be removed 


or only reduced. 

The Senate passed an anti-surcharge bill May 22, 1924, 
after the Senate interstate commerce committee had favor- 
ably reported the bill without hearing. On February 13, 
1925, the House committee on interstate and foreign com- 
merce took up the bill. On the same day the Senate attached 
the surcharge bill as an amendment to the independent offices 
appropriation bill. The House committee, February 21, 
1925, voted to report the bill adversely, the adverse report 
having been signed by eighteen of the twenty-one members 
of the committee. This report was submitted to the House 
February 23, 1925. After three hours of debate, February 
27, 1925, the House, by a vote of 255 to 123, rejected the 
Senate’s anti-surcharge amendment to the appropriation bill. 
The Senate, March 2, 1925, receded as to its amendment. 
The history of the legislation shows, therefore, that the 
House has acted on the surcharge question. 

The House committee based its adverse report on the 
following considerations: (1) The bill would initiate direct 
rate-making by Congress—a serious and unwise departure 
from long-established policy; (2) this precedent would open 
the doors for every interest dissatisfied with any existing 
rate to ask Congress to take on the Commission’s statutory 
duty as to rate making; (3) the removal of the surcharge 
would (a) reduce service rates for those best able to pay; 
(b) result in raising other passenger and freight rates, or 
(c) postpone general reductions in freight rates on agri- 
cultural products and other articles, and (e) interfere with 
and retard the general survey and adjustment, where possi- 


ble, of freight rates, as directed by the Hoch- Smith reso- 
lution. 


As to the Commission’s action, in No. 14785, in the 
matter of charges for passengers traveling in sleeping and 
parlor cars, embracing also No. 11567, Order of United 
Commercial Travelers of America vs. Pullman Company, 
95 I. C. C., 469-92, decided January 26, 1925, the surcharge 
was found not unreasonable. Commissioner Aitchison, at 
that time chairman, and Commissioner Esch, concurring in 


upon the passenger. 


Commission. 
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the majority opinion, said they would willingly join in a 
finding that the surcharge should be reduced one-half. Com- 
missioner Lewis, concurring in the majority opinion, favored 
a finding that railroad tickets for Pullman travel should sell 
at a price 10 per cent higher than tickets for travel in 
coaches. Commissioners McChord, Campbell, Cox and Mc- 
Manamy dissented. The majority report said the surcharge 
“ought not to be regarded as an independent third charge 
It was devised as a simple and con- 
venient method for computing an addition to the basic pas- 
senger fare for those who ride in Pullman cars, and is thus 
equivalent to an increase in the rate per mile.” 

After this decision of the Commission was published, 
the International Federation of Commercial Travelers’ Or- 
ganizations, in a petition in No. 14785, asked the Commis- 
sion to enter an order requiring the railroads to make a 50 
per cent reduction in the surcharge rates. The petitioner 
construed the Commission’s report and the concurring and 
dissenting opinions as showing that a majority of the Com- 
mission believed the surcharge was unjust and unreasonable 
and should be reduced at least 50 per cent. On June 1, 
1925, this petition was denied by a formal order of the 
The Commission, therefore, has been able to 
agree, first, that the surcharge is not unreasonable, and, sec- 
ond, that it should not be reduced. 


ATTERBURY TO BUSINESS MEN 


President W. W. Atterbury, of the Pennsylvania Railroad, 
spoke at a luncheon of the Chicago Association of Commerce, 
May 2, on the subject, “The Railroads Look Ahead.” In the 
eight years since federal control, the railroads, he said, -had 
passed through two periods and were entering on a third. . The 
first was one of reorganization and readjustment. The second 
was one of intensive development, in which public confidence 
in the railroad industry had been restored. 

“And that,” he said, “brings me to the third period—the 
period upon which the railroads are now entering. Their ex- 
isting properties and equipment are in excellent condition. Their 
service is organized on such a basis as to handle a greater ton- 
nage than in 1920, when the railroads were returned to their 
owners, or than in 1926, the record year of the railroads, with 
a considerably reduced force of employes. They have spent 
in that period more than five billion dollars in putting their 
plant in its present condition. They have gone forward with 
confidence in the belief that the public would see their sin- 
cerity of purpose and the benefits to be derived from the ac- 
complished results, and therefore would support the constructive 
program which every railroad manager knows the future de- 
mands. 

“As I have just remarked, the railroad plant is in fine con- 
dition, but as your president said in his letter to me, ‘conditions 
in the transportation world are constantly changing.’ Let me 
interpret that to mean what is the fact—namely, that there is 
a constant and growing need for the railroads to invest huge 
sums annually in cars and locomotives, in rebuilding yards and 
terminals, in laying additional tracks, etc. Our own railroad has 
under construction or in contemplation this year improvements 
involving expenditures of some seventy million dollars. 

“Railroad traffic grows more slowly now than it did some 
yéars ago, but the necessity for the railroads to look ahead 
and plan years in advance will never cease to exist. 

“It is obvious that railroad managers, in order to build 
for. the future, must feel that the investment will be supported 
by adequate net earnings. 

“Several weeks ago I asked our board: of directors to au- 
thorize the issuance and sale of capital stock totaling eighty 
million dollars for improvements, etc., on our property. I am 
sure -every one of you will agree that it is a serious thing for 
anyone to recommend action of this kind. When we get that 
money we become trustees for it and we have a solemn duty 
to earn and pay a reasonable return on it. We take a very real 
risk in estimating the volume of traffic that will be available 
with which to earn that return, and it is vital for us to feel 
sure that the public,.through its legislative and regulatory author- 
ities, will permit us to earn enough to pay a fair return to our 
stockholders. 

“The action we have just taken is typical of conditions 
facing other railroads. I have never known a time when so 
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many constructive plans were afoot to make our railroads of 
greater and more efficient service to the country. For instance, 
the Pennsylvania Railroad has been making a very large invest- 
ment in new and improved facilities for handling perishable 
traffic. We have recently placed the largest order for steel 
rails and steel passenger equipment cars in our history. We 
are going aliead with the electrification of large portions of 
our lines and with the building of important new terminals 
involving greatly improved facilities. New and better ways of 
doing things are continually being worked out. 

“A possibility which may soon become a reality is an out- 
growth of our cooperation with the air mail and with air trans- 
portation companies. As a result, practical plans may be effected 
which will so coordinate railroad and airplane service as to 
save many hours between important cities of the country. 

“This, however, represents only a beginning, or rather 
a part, of the whole program of transportation development 
along many different lines which I can see must be carried 
out in order that the railroads may keep pace with the country’s 
progress. 

“In the territory east of the Mississippi River we are grad- 
ually getting nearer an agreement on consolidation plans for 
the railroads, which will bring about still further changes in 
the railroad picture and present new opportunities for improving 
their public service, while at the same time bettering the posi- 
tion of the participating lines. This will be a far-reaching step 
in the direction of still greater efficiency and economy and 
should be of real benefit to the business community. 

“Now what is necessary to keep these forward-looking plans 
active and to carry them through to completion? More than 
any other one thing it is this: 

“Investors whose savings are invited into railroad develop- 
ment must be assured that they will receive a return com- 


parable with what they can get from other industries which’ 


compete for their funds. That assurance has not yet been 


realized. 


“As you may know, the Interstate Commerce Commission 
itself has promulgated 5% per cent on property investment ac- 
count as a fair and reasonable return to which the railroads are 
entitled. Yet in not a single year since the return of the roads 
from federal control has this 5% per cent return been realized 
by the roads. The actual return of the railroads, by years, 
since 1921 has been as follows: 1921, 2.91 per cent; 1922, 3.64 
per cent; 1923, 4.42 per cemt; 1924, 4.32 per cent; 1925, 4.75 per 
cent; 1926, 4.99 per cent; 1927, 4.40 per cent. 


“Now, in the last seven years the railroads have made gross 
capital expenditures of five billions of dollars, and, as everyone 
knows, have been a most important factor in contributing to 
the progress of the country during that period. 

“I merely state these figures as business facts, which a 
business man must always face. The necessity of earning an 
adequate return upon money invested in railroad properties, as 
in the case of any other industry, is an inexorable fact. 

“I would like to repeat here, as timely, a statement I made 
in my previous talk on January 12: 


Much more can be accomplished if the business leaders of the 
country are willing to study the railroad situation as a whole, and 
to view the requirements of the moment in terms of the broad trans- 
portation needs of the future. 7 

The real test of any co-operative movement of this kind will come 
when vital situations are to be faced. 

t me illustrate what I mean: For the last five or six years 
there has been a constant abrasion of railroad revenues. The process 
has been one of continual adjustment here and there in the rate 
structure. The whole trend of these adjustments has been down- 
ward. This is but natural. New industries are developed and rates 
must be adjusted. But that adjustment downward cannot continue 
indefinitely without affecting railroad revenues as a whole to such an 
extent as to constitute a serious danger. Adjustments are all right, 
but it must in reason be conceivable that they, too, should work both 
ways. 

An equilibrium must of necessity be maintained which will pro- 
test the rate structure as a whole. There is always danger when 
special favors are extended to a particular industry, for industry as 
a whole may in the long run have to bear the burden. 


“No reductions can be made that will bring relief to offset 
the results of world-wide laws of supply and demand on com- 
modities, or high production cost, or sufficient to make possible 
the maintenance of wages or profits which are out of line with 
the total costs and prices for which similar commodities can 
be produced and sold from other states. 

“The item of transportation is too small a part of the entire 
cost of marketing commodities to produce any such results. 
It is unsound economically to expect the regulation of rates to 
act as a leaven of prosperity as between different industries and 
as between different elements in the same industry. Yet, as 
you know, that is essentially the principle advocated in several 
recent pleas for special treatment of industries suffering from 
depression brought on not by rates but by causes far removed 
from transportation charges and largely inherent in the indus- 
tries themselves. 

“Each of these industries must learn its own lesson; they 
must cooperate; they must improve productive and distributive 
methods and cut costs; and men and owners must join to get 
these results or the business will go to other fields and indus- 
tries. To sacrifice the railroads is no remedy. It will simply 
make the situation worse. 
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“If all who are seriously affected by conditions in the rail- 
road industry, and also those who have to do with regulation 
of the railroads, will study the factors I have endeavored to 
point out, and then do all in their power to bring about proper 
solutions, it will be of the greatest assistance, and railroad men 
may well look to the future of the transportation industry with 
a constructive purpose, and an eye single to real progress. 

“I have such confidence in the common sense and sound 
judgment of the American people that I believe such a course 
as I have outlined is sure to enjoy their active support. I feel 
certain that we can count upon the wholehearted interest and 
cooperation of the influential groups which this association 
represents.” 


A REPLY TO CALLOWAY 


R. F. Turnipseed, of Atlanta, Ga., has written the following 
letter to E. H. Calloway, an attorney, of Augusta, Ga. (see 
Traffic World, April 21, pages 957 and 960): 


I have carefully read your letter addressed to Hon. Charles H. 
Brand, in which you state it seems that the Interstate Commerce 
Commission should be abolished, on account of the tax payers’ money 
being spent recklessly and is not accomplishing much good for the 
shippers in general, because the Commission gives the railroads what 
they ask for in the way of rates, etc. You further state it takes a good 
long time to get a decision from this Commission and infer this is 
done purposely by this Commission in order to wear out the com- 
plainant fore rendering a decision. I note you are quoting local 
people to support your views, and statements, but, to the contrary, 
it has been my experience that local gag in many cases know ab- 
solutely nothing about the functions of the Interstate Commerce Com- 
—*, and merely jump at conclusions when traffic questions are 
involved. 

For several years the rates on deciduous fruits from California 
points to this territory generally has been $1.73 per 100, but in August, 
1927 (California Growers’ and Shippers’ Protective League vs. S. P. 
et al., I. C. C. Docket No. 19,130, Opinion No. 12,480, 129 I. C. C. 25-62), 
this Commission prescribed a rate of $1.60 per 100 on deciduous fruits 
from California points to points in this territory or a net reduction 
of 13 cents er 100, which amounts to $39 per car, as the car load mini- 
mum is 30, pounds. This $1.60 rate went into effect on October 10, 
1927, so you will readily see from this one decision that rates were 
reduced, which did not probably ge any favor with the various 
railroads, as they do not want their rates reduced nor do the ship- 
pers want the rates increased. 

After carefully reading your letter I conclude you have jumped at 
conclusions, without being able to substantiate your statements, and 
for that reason I suggest you write the Commission at Washington, 
D. C., for a copy of Southern Class Rate Investigation Docket No. 
13,494, and for a copy of the above mentioned case, Docket No. 
19,130, read them carefully and then you will be in position to ex- 
press a more logical opinion of the workings of this Commission. 

You must further remember as an attorney, that this Commission 
is not superior to the United States Constitution, consequently can- 
not confiscate private property (railroads) without due process of 
law, therefore it is necessary both shippers and carriers be given a 
full hearing on their complaints, and what is put in evidence at these 
hearings is what the Commission in part. make their decision from. 
Of course briefs are filed subsequent to the hearings, some times oral 
arguments are permitted, when the case is of great importance, and 
sometimes cases are reopened for the purpose of admitting additional 
evidence, so, you will see, the Commission is not so bad after all. 

It is a well known fact this Commission is far behind with their 
work, because they are short of the necessary funds, to employ the 
necessary assistance, required in the Bureau of Formal Cases and 
other de ments, but this is no fault of the Interstate Commerce 
Commission, because they are compelled to take what Congress sees 
fit for them to have, and in many cases the Commission is handi- 
capped, account of insufficient funds, to properly carry on the work, 
and hand down quick decision. In other words, complaints are 
handled in the turn in which they come, that is, if a complaint is 
filed from New Orleans, La., at a certain time, and six or eight 
months later your local people at Augusta, Ga., file a complaint, you 
don’t expect the Commission to table the New Orleans complaint, 
and begin immediately on the complaint from Augusta, Ga., do you? 
The rest of the country feel the same way, let the complaints come 
in their order, and wait for your time to come, but don’t say the 
Commission is trying to wear out the complaint, because they have 
thousands of complaints, from all parts of the country, and they are 
duty bound to give the complainant in New Orleans just as much 


consideration as they would a complainant from Augusta, Ga., and 


vice versa. 

The Commission is really a court of equity, generally speaking, 
hold their hearings throughout the country for the convenience of 
the general public, take down the evidence submitted at these hear- 
ings in writing, and parties to the cases are furnished printed copy of 
the evidence submitted, 

You are further advised if this Commission exceeds its authority 
as prescribed by law the carriers or shippers may resort to the 
Federal Courts to enjoin the order, consequently ‘the Commission 
cannot do everything they want; for example, the decision in the 
Lake Cargo Coal case has been enjoined through the Federal Courts, 
by the Coal Operators of Virginia, West Virginia, etc., and the validity 
of the Commission decision will be passed on eventually by the 
Supreme Court of the United States, as an appeal is now being pre- 
pared. Therefore I suggest you wait until this court hands down their 
decision, which will test the validity of the Commission’s orders. 

P. S—I am employed by a shipper. 


MOTOR EXCISE TAX 


President Coolidge is not in agreeemnt with the action of 
the Senate finance committee in favoring repeal.of the 3 per 
cent excise tax on automobiles. He takes the view of the 
Treasury Department that this tax should be retained. He is 
understood to feel that, in view of the fact that the federal 
government is expending large sums for the improvement of 
highways and that this work is done for the benefit of owners 
of automobiles, the tax in question is a proper one. However, 
the President, it is understood, takes the position that the kind 
of taxes to be levied and the sources that are to be looked to 
for revenue are peculiarly matters for Congress to determine. 
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Current Topics 
in Washington 


Litigation at a Killing Pace.—Anyone who infers laziness or 
indifference on the part of lawyers on account of the Supreme 
Court of the United States calling for a second reargument in 
the Subiaco divisions case (see Traffic World, April 28) is en- 
titled to the grand cordon of the order of foolish ones. The 
wonder, among those who have any conception of the volume 
of work the Commission is carrying on, without a single thought 
as to the complexity of every case before that body, is that 
the railroads manage to get along with so relatively few traffic 
men and counsel competent to appear before the Commission. 
Just before the Supreme Court called for the second reargument, 
attorneys for Southwestern territory lines were forced to 
ask for mercy in No. 17000, part 8, cottonseed, its products, and 
related articles, as to the hearing in that case, set for May 21, at 
Fort Worth. They filed a petition for postponement. It was 
granted (see Traffic World, April 28). Among the things they 
set forth was the fact that, between April 7 and May 23, there 
were sixty-odd hearings in which the southwestern lines had a 
vital interest and each of which would have to be attended by 
at least one attorney and one traffic man. They asserted that 
a more complete check probably would reveal many other cases 
in which appearances would have to be made. To meet that 
terrific demand, the southwestern lines would have available 
seventeen traffic officials and fifteen commerce counsel. Their 
petition showed that, within the time mentioned, the south- 
western lines would have to provide for the appearance of 192 
witnesses in twenty-five places extending from New York on 
the east, Denver on the west, Minneapolis on the north, and 


Houston on the south. The Commission, in postponing the May. 


21 hearing, also relaxed, somewhat, its requirements as to what 
the carriers should present. As originally drawn, the require- 
ments amounted to an order directing the carriers to put in a 
complete case, although not so much had been required of the 
shippers at the hearings given for them. At times’it looks as 
if shippers were buying traffic data by the yard—that is, that 
the men who had prepared rate exhibits had been forced to put 
in all the underlying data simply to show clients the vast 
amount of work that had been done so as to obtain reasonable 
compensation therefor. Such testimony and exhibits constitute 
raw materials, not finished articles. Often, on the witness stand, 
witnesses are so persistent in their determination to speak all 
the facts shown by an exhibit as to create wonder whether 
they are not acting on the theory that, unless they make such 
a showing, they will not be properly paid. The raw material, 
it is admitted, is needed and should be ready for instant in- 
spection, but, it is suggested, condensation, in many instances, 
would help in cutting down the time spent in the hearing room, 
even if it did not reduce the number of hours spent at the work 
benches. The examiner who hears a case must condense the 
testimony, and that, it is believed, could be as well, if not better, 
done by the witness. Railroad witnesses, in many instances, are 
as verbose as shipper witnesses. In fact, at times, one wonders 
whether they haven’t an idea that volume will win a case. 
Briefs, on both sides of many cases, belie their name. Fre- 
quently, they have the appearance of things intended to impress 
the client. It is admitted that a brief of 1,800 words on a 
matter involving $50,000 or $100,000 may look like a lick and 
a promise on an important matter. However, in the final analy- 
sis, in a vast majority of cases, it is believed, that man wins 
who knows his case, and can bring out the points on which 
it must turn, in a document not exceeding 3,000 words in length. 
Many briefs might pass as complete abstracts of the testimony 


— any line of demarcation between testimony and argu- 
ment. : 





Senate Votes to Be Impartial—Having devoteed more than 
four years to inquiring into the leases of oil lands made by the 
Harding administration, the Senate has now voted an inquiry 
into leases made by the Wilson administration. The Teapot 
Dome and Elk Hills Harding lease investigation, however, is 
also to continue. Thereby the Senate may claim that it truly 
Tepresents the public and plays no favorite among the parties. 
However, supporters of the Wilson policy may take note of 
the fact that the inquiry addition just now ordered, into leases 
in the Salt Creek field, was sponsored by Senators Robinson, of 
Indiana, Norris, of Nebraska, and Nye, of North Dakota. All 
are Republicans, of different species, however. The Indiana 
senator, in substance, charged that fraudulent leases were made 
in Salt Creek field and that prosecution of the bad actors was 
Prevented by A. Mitchell Palmer, the one real Adonis in public 
life for many a year, attorney-general in the Wilson cabinet. 
Nye, who claims to be a Republican—not, however, of the Indi- 
ana Robinson sort—is chairman of the committee that has been 
conducting the Teapot Dome inquiry. Senator Walsh, Demo- 
crat, of Montana, as “prosecutor,” able to convince the Supreme 
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Court that there was crookedness in that matter, has been 
getting all the limelight out of the Teapot affair thus far. Wil- 
sonian Democrats may suggest that, as this is the presidential 
year, Nye and Norris, not to mention Robinson, are seeking 
some glory for the party whose brand they wear. The mere 
fact that, in this extension of the inquiry, three Republicans 
who have never before worked together are pulling together 
now may mean no more than that he was a great truth teller 
who asserted that politics makes strange bed-fellows. 





Man’s Desire to Live Long.—Every year or two the pension 
part of the Department of the Interior yields to the human 
desire for facts tending to show that man may live a long time. 


, It has made a calculation, based on facts pertaining to soldiers 


of the wars of 1775, 1812, 1846 and 1861, that shows that 
the death of the last soldier of the war of 1861 may not be 
expected until about 1951. That conclusion is based on the 
fact that Daniel F. Bakerman, the last of the war of 1775 men, 
died in 1869, aged 109 years, six months and eight days, eighty- 
six years after the end of the Revolutionary War. Ninety years 
after the end of the War of 1812, Hiram Cronk answered the 
inevitable call, 105 years old. On that basis the last American 
survivor of the World War will die in 2006. Although it is 
80 years since the end of the Mexican War, five soldiers of that 
war are still on the pension roll. At the end of March there 
were 79,300 men of the Civil War on the roll. Inasmuch as all 
the survivors of those wars are eligible for pensions, it is 
assumed there are few veterans not to be found on the rolls. 
When Congress passed the general pension law, in 1862, the 
rates were very low. In 1865, the average pension amounted 
to $75.20 a year. The average now is $846.42. Two mothers 
of Civil War soldiers are on the pension rolls, one white and 
one colored. The white woman is Mrs. Samantha Rover But- 
ton, whose son died in a camp in the District of Columbia in 
1864, of typhoid. The colored woman is also a Samantha— 
Samantha Farrer, Athens, Ala. She and her son were born 
slaves. The son enlisted in a colored regiment, was captured 
in September, 1864, and died in a Confederate prison in January, 
1865. The last time she saw her son was when he was being 
marched away, a prisoner, through Athens, by Forrest’s cav- 
alrymen. She does not know how old she is, but the pension 
office thinks she is more than 100 years old. 





McCarl Brings Scandal on Coolidge Economy.—There is 
scandal in the Coolidge economy kirk. In the language of the 
Scotch dominie who was excusing himself to a brother of the cloth 
for not holding divine services, Comptroller-General McCarl, the 
“government’s professional tightwad,” by reason of the scandal 
he has brought on the administration’s gospel of economy, “is 
not fit to hear the wur’rd of God”—that is, a Coolidge homily 
on economy. McCarl, in a new photograph, is shown sitting 
at his desk using a telephone hand-set. That’s one of those 
winwazzles with which an old-timer is uncertain as to which 
end to hold to his ear and which end to his mouth. It costs 
25 cents a month extra to have one. No such luxury is tolerated 
in the White House. It may be that McCarl’s time is so valu- 
able that the extra two bits a month are well spent, but—the 
White House doesn’t use hand sets. The bonny Scot who re- 
fused to preach to his congregation did so because, in the ninth 
inning, with the score a tie, the home team batter singled. 
Sandy, who was on third, got confused and failed to run. The 
agonized audience profanely asked Sandy, “why dinna ye rin?” 
The language so shocked the “meenister” that the next Sabbath 
he refused to perform the duties of his sacred office. Instead 
he went calling at another kirk. In answer to questions, he 
explained the baseball game in which Sandy had failed to run, 
repeating some of the language, to his shocked brother, with the 
conclusion that “there’s scandal in the kirk and they’re not fit 
to hear the wur’rd of God.” 





Putting Clamps on Competitive Construction.—Assuming 
that the interpretation the Commission places on the part of 
the interstate commerce law giving it the power of life and 
death over proposed new lines and extensions of old ones is 
approved by the courts and left undisturbed by Congress, an 
inviting field for speculation is placed before those interested 
in the subject. Broadly speaking, the Commission is reserving 
for existing lines the business that is now theirs. That is the 
substance of the recommendation Examiner Haskell C. Davis 
has made in the Pontiac belt line case. The Grand Trunk gives 
adequate and expeditious service to the city that claims to be 
the hub of the automotive industry in Michigan, Davis thinks; 
therefore, he says, the Pere Marquette should be kept out of 
Pontiac. The fact that those two systems compete at every 
important point in Michigan, other than Pontiac, does not suggest 
to Davis that they also should be put into competition there, 
even if General Motors has an investment of $97,500,000 at that 
point and the Grand Trunk is the only line to serve that city. 
Davis’ similar recommendation as to the Piedmont & Northern 
has been approved by the Commission. The Commission reads - 
the statute as meaning that the existing lines, except on an 
overwhelming showing, should be allowed to keep what they 
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have. That is a reversal of the country’s policy. Some have 
thought that the provisions of the act of 1920 mean no more 
than that the Commission should prevent enterprises that would 
violate the spirit of blue sky laws or the spirit of statutes 
against blackmail, without carrying prohibitions as far as Davis 
has proposed. However, assuming that the Davis idea becomes 
the law of the land, what, it might be asked, will be the result? 
Will industry concentrate more than ever at points having com- 
petitive lines, or will it concentrate at points where there is a 
relatively weak line willing to make commodity rates so low 
that it will make money on them on account of the volume of 
one big industry’s plant, but at the same time not be subject 
to an accusation under the third section? However, under the 
Commission’s theory in the lake cargo coal rate case, such a rail- 
road, notwithstanding that the rates would give it a profit, could, 
nevertheless, be required to make higher rates than it desired 
to charge, so as not to have the rates it desired to establish 
bog down those of other roads serving competitors of the one 
big industry on its rails. In effect, the legislation of 1920, it is 
believed, puts squarely on the shoulders of the Commission the 
burden of deciding how much competition, by means of trans- 
portation facilities and rates, shall be permitted. That means, 
it is believed, continual criticism of the regulating body by 
railroads, by communities, and by parts of an industry that have 
had hobbles placed on them.—A. E. H. 


U.S. AND CANADIAN RATES 


The Traffic Worid Washington Bureau 


After several modifications had been made in it, the Senate, 
April 30, agreed to,a resolution offered by Senator Walsh, of 
Montana, calling for information as to freight rates on wheat 
from origins in the northwest in the United States and in 
Canada to eastern points. As originally introduced the resolu- 
tion asked the Secretary of Commerce to submit the report 
but it was decided that the Interstate Commerce Commission 
should be asked for the information. On suggestion of Senator 
Norbeck, of South Dakota, the resolution also was modified to 
ask for “any other information they may have with reference 
to freight rates generally on American as compared with Cana- 
dian railways.” The resolution as agreed to follows: 


Resolved, That the Interstate Commerce Commission be, and it is 
hereby directed to transmit to the Senate information as follows: 

: at is the rate for the transportation of wheat by rail from 
the following points in the United States, to wit, Fargo, Devils Lake, 
Bismarck, Glasgow, Billings, Bozeman, Havre, Helena, and. Kalispell 
to (a) Duluth, (b) New York, (c) Philadelphia, (d) Baltimore, (e) 
Boston, (f) Chicago? 

2. What is the rate from points in the western Provinces of Can- 
ada at distances from Fort William corresponding in distance from 
Duluth to the points west thereof first above listed to (a) Fort Wil- 
liam, (b) Montreal? 

3. at is the aggregate amount that would be realized annually 
by American shippers of (a) wheat, (b) all grains over and above 
what’ they do realize during any 12-month period were the rates on 
such freight on American railroads no higher than they are on the 
Canadian railroads? 

4. To what extent are such lesser rates on the Canadian railroads 
(if they are less) due to charter provisions of said railroads and to 
what extent are such excessive rates on American railroads (if they 
ore ere attributable to the act of Congress approved February 

5. And any other information they may have with reference to 
freight rates generally on American as compared with Canadian rail- 
ways. 


Senator Norbeck said the resolution singled out the trans- 
portation act but that “Democratic legislation” affecting trans- 
portation had been left out. He proposed an amendment calling 
for information as to the effect of federal laws and regulations 
enacted in the last ten years on railroad rates. Senator Walsh, 
of Montana, expressed the hope that Senator Norbéck would not 
press that request. He said he had included the transportation 
act because it dealt particularly with rates. ; 


“If we go into the question as to what effect general legis- 
lation will have upon. the matter, I am sure the Interstate 
Commerce Commission will reply that the matter is too contro- 
versial to warrant them in expressing any views about the 
matter at all,” said he, adding that he had had some doubt 
as to asking about the effect of the transportation act on rates. 

Senator Norbeck said there had been an astonishing in- 
crease in railway rates in this country “and an absolute un- 
willingness on the part of Congress to discuss the causes under- 
lying it.” 

“If the building of a large locomotive is a matter of inquiry, 
let us have it,” said he. “If the question of higher wages is 
a proper matter for inquiry, let us know about it. Let us not 
be fooling ourselves all the time.” 

Senator Walsh thought the Commission would say it had 
no information on the subject. Senator Norbeck then said if 
the resolution were amended to include a request for informa- 


tion as to freight rates generally, as between the United States ~ 


and Canada, he would not press his request for the time being 
but that he would push it later. The resolution was so amended. 
Previously Senator Norbeck said he would like to know the 
effect of the Adamson law and other laws, and what effect the 
government subsidies in Canada had. 
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Senator Walsh, of Massachusetts, referring to the question 
of the difference in the grain-grading systems of the United 
States and Canada, which was discussed when the Walsh reso- 
lution was originally discussed, said the matter of obtaining 
relief had been taken up with the Secretary of Agriculture who 
had recommended that it be referred to the Secretary of State 
to see whether negotiations with Canada could not bring about 
a change as to the grading by Canadian officials of United States 
grain exported through Montreal. 


In introducing the rate resolution, Senator Walsh, of Mon- 
tana, referred to the St. Lawrence waterway correspondence 
between the United States and Canada and the reference in one 
of the Canadian notes to the fact that rates on grain were lower 
in Canada than in the United States. He read the following 
from one of the Canadian notes: 


Partly as a result of the existence of competitive alternative out- 
lets, railway rates in Canada are in general lower than in the United 
States. The rates on grain, which provides 52 per cent of the total 
traffic of western lines, are now below pre-war level. Material reduc- 
tions have also been made in another bulk movement of importance to 
both eastern and western Canada, namely, coal. General commodity 
rates, which were the subject of the same percentage of relative in- 
crease in both countries, due to war conditions, have subsequently 
been reduced in Canada, in certain instances, to a greater extent than 
in the United States. In recent months a rate on grain has been 
established from the head of the Lakes to Quebec which approximates 
the charges incident to the movement by water by the present Great 
Lakes-St. Lawrence route, a route which, in Canada, has always 
exercised a restraining influence on railway rates. As the greater 
part of Canada’s railway mileage is now owned and operated by the 
state, the St. Lawrence proposals, in so far as they may possibly 
affect the revenues of the railways, present considerations as to which 
Canada’s point of view is necessarily somewhat different from that 
of the United States. - 


Senator Reed, of Pennsylvania, suggested an amendment to 
the resolution that would throw light on the difference in the 
methods of the grading of wheat in the United States and in 
Canada. He said he had been told that the Canadian farmer 
and the Canadian exporter had an advantage over the American 
farmer and exporter of 4 to 5 cents a bushel of wheat, on the 
average, because of the fact that a much stricter method of 
grading was adopted in the United States against United States 
wheat than was adopted in Canada against wheat going out 
of that country, and that if the Canadian grading method were 
applied to wheat of the United States, the American farmer 
would benefit to the extent of 4 or 5 cents a bushel and that 
more grain would pass through American ports. He said Sen- 
ator Walsh, of Massachusetts, was more familiar with the point 
raised than he was. 


Senator Copeland, of New York, also thought the grain-grad- 
ing question should be looked into. He said he hoped the resolu- 
tion would prevail because Senator Walsh, of Montana, “will 
not get any comfort out of the report.” He said the report would 
not help the cause of the St. Lawrence Canal and that “there is 
no magic in the St. Lawrence Canal which will solve the sena- 
tor’s problem.” He said he was convinced that the report called 
for would help to convince the Senate that an American canal 
should be built and that American money should not be spent 
to develop a canal “which will be almost exclusively of benefit 
to —— and to England.” Consideration of the resolution was 
deferred. 


Before introducing his resolution, Senator Walsh, of Mon- 
tana, had obtained permission to reproduce in the Congres- 
sional Record the text of the’ correspondence on the St. Law- 
rence waterway. In that connection, he submitted the follow- 
ing telegram he had received from Edward C. Carrington, chair- 
man of the Great Lakes-Hudson Deeper Waterway Association: 


You have made a great reputation in the oil matter. You are sup- 
porting the St. Lawrence deep waterway project. Why not figure out 
who is behind the St. Lawrence project besides the wheat growers of 
the Middle West, who now have only 31,000,000 bushels to export an- 
nually and which exports, according to Hon. Herbert Hoover, will dis- 
appear within 15 years when we will consume all of our own wheat? 
Why not disclose the real backers, the invisible hand of the power 
trust and the railroads? 


Senator Walsh said the information given by the telegram 
ought to be “exceedingly gratifying” to some of the senators 
who had been so sincerely endeavoring to develop internal 
waterway improvements. 


“Apparently, the railway companies have come to their 
senses or lost them, because they have apparently abandoned 
the effort to oppose the construction of competing water lines,” 
said he. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class 1, as of 
April 1, was 70.9, according to the semi-monthly bulletin of the 
car service division of the American Railway Association. By 
classes of equipment the percentages were as follows: Box, 61; 
refrigerator, 75.4; coal and coke, 78.1; stock, 87.3; flat, 79.2; 
tanks and others, 94.9. By districts the percentages for all 
classes of equipment were as follows: Eastern, 63.7; Allegheny, 
79.3; Pocahontas, 66.7; Southern, 69.3; Western, 72.2. 
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Decisions of Interstate Commerce Commission 





« 


COAL REVISION ORDERED 


A revision of rates on bituminous coal, to remove undue 
prejudice, has been ordered to be made not later than July 16, 
from mines in the Virginias and Kentucky to Washington, D. 
C., and parts of Virginia and Maryland adjoining the District of 
Columbia, in No. 18641, Potomac Electric Power Company et 
al. vs. Chesapeake & Ohio, mimeographed, and three sub-num- 
bers thereunder. The sub-numbered complaints are Pocahontas 
Operators’ Association vs. Chesapeake & Ohio et al.; Virginia 
Coal Operators’ Association vs. Same; and Operators’ Associa- 
tion of the Williamson Field vs. Same. 

Commissioner Woodlock, who wrote the report, referred to 
the fields of origin as the southern fields and the lines serving 
them, including the Southern, as the Pocahontas lines. 

Complaint was made against the situation resulting from 
the fact that rates prevailed over some routes and not to others 
to the territory of destination composed of the national capital 
and the communities surrounding it. The varying rates made 
it hard, if not impossible, for operators with mines alongside 
each other and delears in coal in the Washington territory with 
yards near each other to reach parts of the same market. 

The report found the rates from mines in the New River 
district in West Virginia on the Chesapeake & Ohio to destina- 
tions in the District of Columbia and adjacent destinations in 
Maryland and Virginia not unreasonable. It found the rates 
from mines in the same field to Bennings, D. C., not unduly 
prejudicial. Coal dealers in Washington and surrounding com- 
munities joined with the power company in the complaints. 
In disposing of them, the Commission said: 


Carriers have an option in establishing rates lower than reason- 
able maximum rates and lower than we may prescribe, but they 
may not exercise that option to the prejudice of any shipper or any 
locality. It is the fundamental purpose of the act to compel carriers 
as public agents to give equal terms to all, to avoid every form of 
discrimination, favoritism and inequality and, to place all shippers 
on equal terms. New Haven R. R. vs. Interstate Com. Com., 200 U. 
S. 361. The joint rates now maintained by the Pennsylvania and 
Baltimore & Ohio in conjunction with the Chesapeake & Ohio from 
mines on the Chesapeake & Ohio may, perhaps, be less than reason- 
able maximum rates but if so that fact would not justify the refusal 
of the carriers parties to these rates to establish rates on a parity 
therewith from comparable districts on the Norfolk & Western and 
Virginian. 

We find that the rate of $3.13 on bituminous coal, in carloads, 
from mines in the New River district on the Chesapeake & Ohio to 
Bennings and to Washington for Baltimore & Ohio delivery was 
and is not unreasonable or unduly prejudicial to the Potomac Elec- 
tric Power Company, but that the maiantenance of a rate of $3.13 
_on bituminous coal, in carloads, by the Chesapeake & Ohio and 
Baltimore & Ohio to Washington for Baltimore & Ohio delivery is 
unduly prejudicial to Fadeley & Company and John P. Agnew & 
Co., Inc., to the extent it exceeds the rates contemporaneously main- 
tained by the Chesapeake & Ohio to Washington and by the Chesa- 
peake & Ohio and Pennsylvania to Relee and Rosslyn. We further 
find that the maintenance of rates from mines in the Pocahontas, 
Tug River and Clinch Valley districts on the Norfolk & Western and 
coal mines on the Virginian to destinations named in the instant 
complaints higher than the rates contemporaneously maintained from 
mines on the Chesapeake & Ohio in the New River district to the 
same destinations and from mines in the Thacker and Kenova dis- 
tricts on the Norfolk & Western higher than the rates contempor- 
aneously maintained from mines in the Kanawha district on the 
Chesapeake & Ohio to the same destinations was and is unduly preju- 
dicial to complafnants in Subs-Nos. 1, 2 and 3. 


RATES ON LOCKS 


The Commission, by division 4, has dismissed No. 19433, 
Schlage Lock Co. vs. Atlantic Coast Line et al. (mimeographed), 
finding not unreasonable or otherwise unlawful, the rates on 
locks, in less than carloads, from San Francisco, Calif., to des- 
tinations in transcontinental groups A to J, inclusive. 


LUMBER REPARATION 


The Commission, by division 4, in No. 18416, Mell & Sons 
Lumber Co., Inc., vs. Baltimore & Ohio et al., mimeographed, 
has found unreasonable the rate charged on a carload of lumber, 
shipped in 1923, from Luceville, Que., to Dunbar, Pa., to the 
extent it exceeded 55 cents, which was the combination. 
Charges were collected at the applicable joint rate of 65 
cents. The Baltimore & Ohio and the Buffalo, Rochester and 
Pittsburgh, the report said, admitted the unreasonableness of 
the rate to the extent it exceeded 55 cents but claimed that 
the unreasonableness lay in the charges made for the transporta- 
tion in Canada. They contended that, therefore, they should 
not be required to make refund beyond the extent that their 
division of the through rate exceeded their local rate from 
Buffalo, or 3.2 cents. The Commission said the Canadian 
National challenged its jurisdiction to award reparation for any 
part of the transportation in Canada. The Commission said 
that carriers were jointly and severally liable for damages re- 
sulting from unreasonable rates, citing in support of its finding 
in that respect International Nickel Co. vs. Director-General, 


66 I. C. C. 627, and News Syndicate Co. vs. N. Y. C. et al., 275 
U. S. (page not given). 

Commissioner Woodlock said he concurred in this dispo- 
sition of the case merely because it seemed consistent with 
the decision in the News Syndicate case. 


~ BATH TUB RATES 


The Commission, by division 3, in No. 17453, Fisher Supply 
Co. vs. Alabama & Vicksburg et al., upon further consideration, 
has modified its former report, 128 I. C. C. 215. It has found 
unreasonable, the rates on enameled iron bath tubs, in straight 
carloads, or in mixed carloads with enameled iron lavatories, 
from Monaca, Pa., to Dallas, Tex., to the extent they exceeded 
or may exceed $1.61, and on plumbers’ lead goods, in carloads, 
from Joplin, Mo., to Dallas and awarded reparation. In the 
original report the Commission said it had prescribed a fourth 
class rate of $1.61 from Pittsburgh to Dallas and a fifth class 
rate of 58 cents for a haul of 363 miles in the southwest, in 
Consolidated Southwestern Cases, 123 I. C. C. 203. In 139 I. C. C. 
535, that was modified. Accordingly the Commission, in this 
case, now finds that under the changed relationship caused by 
the finding in the volume last mentioned that the rate on the 
plumbers’ lead goods, from Joplin to Dallas, was, is and for 
the future will be unreasonable to the extent it exceeded, ex: 
ceeds or may exceed 61 cents, and the former report is modified 
accordingly. The other findings were affirmed. 

For reasons stated in the original report, Commissioner 
Taylor said he was unable to agree that reparation should here 
be awarded. . 


CABBAGE CASE DISMISSED F 
The Commission, by division 4, has dismissed No. 19149, 
Providence Fruit & Produce Exchange et al. vs. New Haven 
et al. (mimeographed), finding not unreasonable or otherwise 
unlawful the rates on cabbage, kale, spinach, and green beans 
shipped in straight and/or mixed carloads, from ‘Norfolk, Va., 


to Providence, R. I. The report covers a sub-number, Same vs. 
Same. 


BANK FIXTURE AND FURNITURE RATES 

The Commission, by division 4, in No. 19127, J. P. Womack 
& Sons, Inc., vs. Southern et al. (mimeographed), has found 
inapplicable the rate charged on a carload of bank fixturés 
shipped from Atlanta, Ga., to Bradenton, Fla., in 1925, to the 
extent it exceeded $1.235, applicable on furniture in the mix- 
ture, $1.875 on building woodwork, plus 2.5 cents as a loading 
charge. It found that the applicable rate on less-than-carioad 
shipments of furniture from High Point, N. C., to Orlando, Fla., 
was $1.37, on a minimum of 12,000 pounds. Reparation was 
awarded on both shipments to the bases indicated. The report 
covers a sub-number, Mather Brothers vs. High Point, Thomas- 
ville & Denton et al. Another sub-number, Mather Brothers vs. 
Southern et al., the report said, was withdrawn. 


BANANA RATES 


The Commission, by division 4, in No. 19404, Harlan Fruit 
Co. et al. vs. Atlanta & West Point et al. (mimeographed), has 
found unreasonable but not otherwise unlawful, the rates 
charged on bananas, carloads, from New Orleans, La., Mobile, 
Ala., and Pensacola, Fla., to Harlan, Ky., to the extent they 
exceeded $1.06 from New Orleans, 98 cents from Mobile and 96 
cents from Pensacola. The complaint alleged the rates charged, 
since March 22, 1926, had been unreasonable and unduly preju- 
dicial. The banana rates have been adjusted since that time, 
hence no need for an- order for the future. Reparation was 
awarded to the bases shown. 


ACQUISITION FINDING AFFIRMED 


The Commission, in finance No. 6173, acquisition of control 
by Western Maryland, upon reconsideration and reargument, 
has affirmed the findings, made by division 4, 131.I. C. C. 599, 
authorizing the Western Maryland to acquire control of the 
Chesapeake & Curtis Bay Railroad Company by the purchase 
of stock for $325,000. The qase was given further consideration 
upon the application of the Pennsylvania. The latter contended 
that the price to be paid for the $125,000, par value, of the 
stock of the Chesapeake & Curtis Bay, was too high. It pro- 
posed, however, that in the event of favorable action by the 
Commission, that it be permitted to acquire half the capital 
stock of the Chesapeake & Curtis Bay, a terminal road in Bal- 
timore. 

In the course of the report the Commission said that the 
stock had been offered to the Pennsylvania and the Baltimore 
& Ohio, the asking price, in the case of the negotiations with 
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the Pennsylvania being $1,000,000. Later it was reduced to 
$325,000, the price at which the Western Maryland bought. The 
Commission’s permission to buy was conditioned upon continu- 
ance of service by the terminal road in the form it had been 
rendering such service. 

In disposing of the matter the Commission said that the 
record showed that the terminal road had been offered to the 
Pennsylvania but that that road evinced no interest in the ac- 
quisition of the stock when it was offered, but that after the 
applicant had made a deal which appeared satisfactory to the 
Pennsylvania, that that company sought permission to partici- 
pate in it. 

Commissioner Lewis dissented, saying he believed the price 
far beyond values the Commission could find under a section 
19a valuation. Chairman Campbell and Commissioner Eastman 
joined in that dissent. 


ACQUISITION AUTHORIZED 


The Commission, by division 4, in finance No. 6466, acqui- 
sition and operation of line by Union Railroad of Oregon, has 
issued a certificate authorizing the applicant to acquire and 
operate a line, 2.1 miles long, between Union Junction and 
Union, Ore. The Commission has dismissed the request for 
permission to retain excess earnings. Protest was made by the 
Central Railroad of Oregon and its receiver. The line which 
it was proposed to acquire and operate, according to the report, 
is or was owned by the protestant. The matter was in litiga- 
tion. One of the questions involved was as to whether the 
Central had or intended to abandon its whole line. The Com- 
mission said the question was not properly before it but that 
it was apparent that the operation of the line between Union 
and Union Junction should be continued, hence its grant of a 
certificate. 


ILLINOIS TERMINAL MERGER 


The Commission, by division 4, in finance No. 6718, acquisi- 
tion of control by Illinois Terminal Company, has approved the 
acquisition, by lease, by the applicant of the properties of the 
St. Louis, Troy & Eastern, St. Louis & Illinois Belt, the St. 
Louis Electric. Terminal, and the lines comprising the main 
division of Illinois Traction, Inc. (See Traffic World, April 28, 
p. 1024.) The acquisition is upon the term which the applicant, 
in the argument on April 20, said would not be objectionable. 
The condition is as follows: 


It appears desirable that there be no restriction of the choice of 
routes now available to shippers on the applicant’s line. The proposed 
acquisitions of control will be approved upon condition that, so far 
as lies within its power, and unless and until otherwise ordered by 
us, the applicant shall preserve existing routes and channels of trade 
and commerce established by other carriers in connection with the 
applicant or by the applicant in connection with other carriers, main- 
tain existing gateways for the interchange of traffic with such car- 
riers, and continue the present neutrality of handling traffic by the 
applicant, so as to permit equal opportunity for service and routing or 
movement of traffic which may be competitive with traffic of the 
unified system to and from all lines connecting with the applicant’s 
line, so long as the carriers operating those lines desire the main- 
tenance of such existing routes, without discrimination in service 
against such competitive traffic. 


The stock of the companies to be taken over by lease is 
owned by the Illinois Power & Light Corporation. Subject to 
the Commission’s approval of the leases the power company is 
to buy the stock of the applicant for $7,500,000. The leases are 
for the purposes of unification. : 

The report contains financial tables showing the highly 
prosperous condition of the applicant and the reverse condition 
of the properties to be taken over as well as the claims of the 
applicant that the leases would conform with the public policy 
of effecting a union of weak and strong lines. The Commission, 
however, made no comment on the claims, confining itself to 
the finding that the leases would be in the public interest. 


UNCONTESTED FINANCE CASES 


Report and order in finance No. 6719, authorizing the acquisition 
by the Delaware & Hudson Co. of control of the Ticonderoga Rail- 
road Co. by purchase of capital stock, approved. 


FINANCE APPLICATIONS 


Finance No. 6860. Carolina Southern Railway Co. asks authority 
to issue $50,000 of preferred stock for the purpose of liquidating lia- 
bilities for improvements. 

Finance No. 6342. Amended application of the Alton & Eastern 
for authority to issue $1,242,000 of 6 per cent first mortgage bonds 
and 5,880 shares of capital stock, par value $100 a share, to reimburse 
the Illinois Co. for advances. 

Finance No. 6867. Texas & Pacific Railway Co. asks authority 
to issue and sell $1,515,000 of equipment trust certificates to Bankers 
Trust Co. and Evans, Stillman & Co. at 97.7617 per cent of principal 
amount and accrued dividends, in connection with acquisition of five 
passenger and fifteen freight locomotives. 

Finance No. 6869. Wadley Southern Railway Co. asks authority 
& seaten its line from Kite to Rockledge, =. a distance of 22 

Finance No. 6863. Boston & Albany Railroad Co. asks authority 
to issue $5,700,000 of 4% per cent improvement bonds and the New 
York Central Railroad Co., lessee, asks authority to guarantee the 
principal amount of the bonds which are to be delivered to the New 
York Central for sepreeements made on the leased property. 

Finance No. 6864. Joint petition of Russell Telephone Co. and 
Chesapeake & Potomac Telephone Co. of Virginia for approval of 
acquisition of telephone property of the Russell company in Virginia 
by the Chesapeake company. 
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Finance No. 6866.° Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. asks authority to assume obligation and liability in respect 
of, and to issue and sell, $24,000,000 of general mortgage 4% per cent 
gold bonds, series E, issued under the old Milwaukee company’s gen- 
eral mortgage dated May 1, 1889. It is proposed to sell the bonds to 
Kuhn, Loeb & Co., and the National City Co. at 100 per cent of their 
principal amount and accrued interest. The proceeds will be used to 
redeem on July 1, 1928, at 102% per cent and accrued interest, $14,- 
000,000 of 10-year 6 per cent first mortgage bonds, gold loan of 1924 
of the old company, which are secured by pledge of $20,000,000 of 
general mortgage 5 per cent gold bonds, series D, of the old com- 
pany; to reimburse the treasury for payment at maturity of $3,083,000 
of Chicago & Missouri River Division first mortgage bonds of the old 
company; to provide in part for cost of new equipment, $2,593,108, 
and to provide for additions and betterments, $3,938,892. 

Finance No. 6861. Kansas, Oklahoma & Gulf Railway Co. asks 
authority to issue and sell $3,951,000 of first mortgage 5 per cent gold 
bonds for refunding purposes, for purchase of $67,800 of first mortgage 
5 ie cent gold bonds of the Kansas, Oklahoma & Gulf of Texas, its 
subsidiary, and for reimbursement of applicant’s treasury for addi- 
tions and betterments. The applicant proposes to sell the bonds to 
net it not less than 94 per cent of the principal amount. 

Finance No. 6862. Kansas, Oklahoma & Gulf of Texas asks au- 
thority to issue and sell $67,800 of first mortgage 5 per cent gold 
bonds, referred to in preceding application, in reimbursement of ex- 
penditures for additions and betterments. 

Finance No. 6871. The Pacific Telephone & Telegraph Co. .asks 
approval of acquisition by it of assets and property of W. H. Pear! 
and go M. Pearl, doing business as the Stites-Kooskia Telephone 
Co, in aho. 


FINAL VALUATION REPORTS 


Valuation No. 817, McCloud River Railroad Co., opinion No. B-664, 
141 I. C. C. 89-114, final value for rate-making purposes of property 
owned and used for common carrier purposes found to be $1,540,000, as 
of June 30, 1917. 

Valuation No. 510, Minneapolis & St. Louis Railroad Co., opinion 
No. B-659, 137 I. C. C. 761-897, final value-for rate-making purposes 
of property, as of June 30, 1917, found to be as follows: Property 
owned and used, $45,403,000; owned but not used, $1,010,833; and used 
but not owned, $84,548. The report said the books of the carrier 
recorded an investment of $68,418,760.88, which would be reduced to 
$58,553,951.27 if readjustments were made as indicated by the Com- 
mission’s accounting examination. The original cost to date of all 
common-carrier property could not be ascertained, nor could the 
Commission determine the original cost of its lands, said the report. 
Present value (as of valuation date) of the lands and rights owned 
and used for common carrier purposes was found to be $7,038,079. 
Cost of reproduction new and cost of reproduction less depreciation 
of owned and used property, exclusive of land, were found to be 
$48,338,996 and $36,141,498, respectively. Present value (as of valua- 
tion date) of lands used but not owned by the carrier was found to 
be $72,696, and owned but not used, $752,336. Cost of reproduction 
new of property used but not owned was found to be $13,183, and the 
cost of reproduction less depreciation, $11,575. The corresponding re- 
production costs for property owned but not used were found to be 
$336,578 and $249,952, respectively. The Commission said the esti- 
mates of cost of reproduction covered by the report were based upon 
the 1914 level of prices, while the present values of the common- 
carrier lands covered by the report were based upon the fair average 
of the normal market value of lands adjoining and adjacent to the 
rights of way, yards, and terminals of the carrier as of valuation date, 
and that this discrepancy would be removed when ‘we adjust to 
later dates, in accordance with the requirements of the valuation act, 
the final values herein reported.” 


SUSPENDED TARIFFS 


In I. and S. No. 3101, the Commission has suspended from 
April 30, until November 30, schedules as published in the Con- 
solidated Classification, viz: Lawrence, supplements Nos. 4 
and 6 to I. C. C—O. C. No. 49; Fyfe, supplements Nos. 4 and 
6 to I. C. C. No. 18; Dulaney, supplements Nos. 4 and 6 to 
I. C. C. No. 23. The suspended schedules propose increased 
ratings or other classification changes affecting the following 
articles: fertilizer distributors, 1. c. 1.; disks, harrow, plow 
or cultivator, 1. c. 1.; range boilers, 1. c. 1. and c. 1.; cotton linters 
and regins, c. 1.;-cotton seed hull fibre or shavings, c. 1.; rag 
or shoddy dust, 1. c. 1.; felt clippings, 1. c. 1.; fence gates, 1. c. 1.; 
graders, 1. c. 1.; shafts or shafting, not key leaved, 1. c. 1.; scrap 
or waste paper, 1. c. 1.; rags, l. c. 1; carpet mill sweepings, 
1. c. 1.; cordage mill, flax mill and jute waste, l. c. 1. 

In I. and S. No. 3102, the Commission has suspended from 
April 30, until November 30, schedules as published in the Con- 
solidated Classification, viz: -Lawrence, supplement No. 4 to 
I. €. C. O. C. No. 49; Dulaney, supplement No. 4 to I. C. C. 
No. 18; Fyfe, supplement No. 4 to I. C. C. No. 23. 

The suspended schedules propose to increase the carload 
and less carload ratings on Furniture Frames in Southern and 
Western Classification territories. The following is illustrative 
of the present and proposed ratings: 


Furniture parts: Frames—Chair, other than spring rocking, 
wooden; set up in boxes or crates, L. C. L., Southern Classification 
rating, present D1, proposed 2%4tl; Western Classification rating, pres- 
ent Dl, proposed 2%4tl. Set up, loose or in packages, carload minimum 
weight 10,000 pounds subject to Rule 34, Southern Classification rat- 
ing, —— 3, proposed 2; Western Classification rating, present 3, 
propose 


STEAM ROAD ACCOUNT RULES 


The Commission, by division 4, has made minor changes in 
the special instructions in the classification of operating ex- 
penses, issue of 1914, in the matter of accounting for rents 
chargeable to operating expenses for property used in trans- 
portation service; and in the matter of establishing the require- 
ment that expenditures by steam roads for additions and better- 
ments up to a certain maximum shall be charged to operating 
expenses. The changes so ordered are to be effective as of 
January 1, 1928. 
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EASTERN GRAPE RATES 


A recommendation that the Commission establish rates on 
the Rule 26 basis proposed by Attorney-Examiner Hosmer in the 
Eastern Class Rate case, for application to fresh grapes in Offi- 
cial Classification territory has been submitted by Examiner 
Burton Fuller in No. 20141, Chautauqua & Erie Grape Growers’ 
Co-operative Association et al. vs. Erie et al. Fuller said the Com- 
mission should find unreasonable the present rating and rates, 
second class, carloads, from Chautauqua, Erie, and Cattaraugus 
counties, New York, and Erie county, Pennsylvania, to destina- 
tions in Official Classification territory. He said the Commis- 
sion should order the rating and basis of rates set forth by 
him, for the future, in accordance with the principles in the 
Hoch-Smith resolution. 

The growers in what is known as the Chautauqua and Erie 
belt, a strip about 62 miles long and from two to five miles wide, 
alleged the rates were unreasonable and unduly prejudicial 
against them and unduly preferential of shippers of fresh grapes 
from California. They alleged that a depression existed and 
had existed for a number of years in the grape industry in the 
belt. They asked the Commission to prescribe the lowest pos- 
sible lawful rates compatible with the maintenance of adequate 
transportation service in accordance with the terms of the Hoch- 
Smith resolution. Similar complaints were filed with the New 
York and Pennsylvania commissions and a joint hearing was 
held by the federal and state commissions. i 

Commercially, grape production is limited to California, 
Michigan, New York and Pennsylvania, production in other 
states, the examiner says, being negligible. Concord grapes are 
produced in the eastern states only. There is keen competition, 
says the report, between the Concord and California grapes for 
wine and table uses, hence the allegation of undue preference. 

The rate from California to New York is $1:60 on a minimum 
of 30,000 pounds. A typical rate from the Chautauqua and Erie 
belt to New York was shown as 74.5 cents, minimum 20,000 
pounds. The shippers said they were willing to have that in- 
creased to 24,000 pounds.- : 

Complainants contended that the rating should not be 
higher than fourth class. They suggested that the lowest pos- 
sible lawful rates would be based on the divisions received by 
the eastern carriers on California grapes. Fuller said that that 
would not be a lawful basis. 

Rule 26 rates, Fuller pointed out, at present were not uni- 
form, particularly in Trunk Line territory, hence his recom- 
mendation of specific rates. In closing his discussion, Fuller 
said- 


The Commission should find (1) that the rating on fresh grapes, 
in carloads, from the producing points in the Chautauqua & Erie 
Belt to destinations in official classification territory is and for the 
future will be unreasonable to the extent that it exceeds class Rule 
26, (2) that the rates on this traffic are and for the future will be 
unreasonable to the extent that they exceed or may exceed specific 
rates based on the scale set forth in Table VII of the Appendix 
(not shown herein), and (3) that such rates will remove the alleged 
undue prejudice and are the lowest possible lawful rates compatible 
with the maintenance of adequate transportation service. In applying 
these rates defendants may increase the carload minimum to 22,000 
pounds on cars 32 feet or more in length, inside measurement; on 
shorter cars the minimum should not exceed 20,000 pounds. 


The proposed scale begins with 17 cents for the first two 
five-mile blocks; reaches 31 cents at 100 miles; 40 cents at 200 
miles; 49 cents at 300 miles; 57 cents at 400 miles; 65 cents at 
500 miles; 70 cents at 600 miles; 76 cents at 700 miles; 81 cents 
at 800 miles; 86 cents at 900 miles; 90 cents at 1,000 miles; 
95 cents at 1,100 miles; and 99 cents at 1,200 miles. 

A note appended to the scale says: 


In computing distances under the foregoing scale the shortest route 
shall be used over which carload traffic can be moved without trans- 
fer of lading. In applying this scale to destinations which are 150 
miles or more from Brocton, N. Y., the Chautauqua & Erie Belt, as 
heretofore described, may be treated as a single origin group, using 
to each destination the distance from Brocton computed in the manner 
just described. 


SHEET METAL FLUE CHARGES 


In a proposed report in No. 20304, James Manufacturing Co. 
vs. Chicago & North Western et al., Examiner J. H. Smith has 
recommended that the Commission find that the charges col- 
lected on a shipment of sheet metal flues‘and elbows in a mixed 
carload of such flues, live stock stalls and orchard sprayers, 
from Fort Atkinson, Wis., to Elmira, N. Y., in 1925, were in 
excess of those applicable and award reparation. A 40-foot car 
was used. The question was as to the basis for calculating 
the charges on 6,405 pounds of flues and elbows. The examiner 
said that rule 15 of the Consolidated Classification provided that 
the minimum to be applied was that applicable to a car of the 
size “required.” He said it was obvious that an ordinary sized 
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or standard car would have been more than sufficient to have 
carried the flues and elbows. Therefore, he said, the minimum 
on a 36-foot 6-inch car, 10,000 pounds, should have been used 
instead of the minimum for a 40-foot car, 11,200 pounds.- The 
carriers contended that the minimum on the size of the car 
used should have been applied. The overcharge was $11.65. 


ILLEGAL DEMURRAGE ON OATS 


In a report in No. 18551, Armour Grain Co. vs. Chicago, 
Milwaukee & St. Paul et al., Examiner F. A. Christoph has 
recommended findings of overcharges on bulk oats held at Mil- 
waukee, Wis., in the period from November, 1922, to February, 
1923, and awards of reparation on account of demurrage as- 
sessed on account of the unlawful refusal of the Great Northern 
to permit the reconsignment of its own cars loaded with oats to 
points beyond its own rails. The complainant bought oats 
standing on the tracks of the Great Northern and the Soo Line 
so as to keep its miil going at its capacity, about 12 cars per day. 
The complaint alleged that the Great Northern and the Soo 
Line refused to reconsign in accordance with their tariffs, in 
violation of sections 1, 6, and 7 of the interstate commerce act. 

When the Commission ruled, informally, that it was the 
duty of the Great Northern to reconsign, thirty-seven accumu- 
lated cars were switched in a short period. Confusion resulted, 
and, according to the examinér, demurrage assessed, the Comms- 
sion should find, resulted, proximately, “from the unlawful re- 
fusal of the Great Northern” to permit reconsignment in ac- 
cordance with its tariffs. The measure of the charges was not 
in issue. , 

Complainant contended that the demurrage charges were 
unlawfully collected because of errors in dates of notices or 
arrival and release of cars, duplication of cars, errors in exten- 
sions, omission of cars unloaded, failure to make allowance for 
time consumed in moving cars from hold track to the complain- 
ant’s sidetracks and runarounds; because the cars were not 
actually placed for unloading when they should have been on 
account of the alleged failure of the carrier to render prompt, 
sufficient and adequate switching service; and because of the 
error of the great Northern to reconsign shipments loaded in 
its cars off its line to the Milwaukee. 


MURIATE OF POTASH REPARATION 


Examiner H. L. Main, in No. 20131, Kelley, Weber & Co., 
Ltd., vs. Texas & New Orleans et al., has recommended that 
the Commission find unreasonable the rates on muriate of pot- 
ash, carloads, from Houston, Texas, to the extent they exceeded 
or may exceed 17 cents to Lake Charles and 18 cents to Sacalait 
Siding, La., and award reparation to that basis. He said that 
inasmuch as the rates proposed to be found reasonable would 
be established under orders entered in Consolidated South- 
western cases, 123 I. C. C. 203, no order for the future was 
necessary. 


GAS OIL REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. H. Smith in No. 20111, 
Barnsdall Refineries, Inc., et al. vs. Midland Valley et al., as to 
a combination rate of 43.5 cents on 60 carloads of petroleum 
gas oil, shipped in 1925, from Barnsdall, Okla., to Louisville, Ky. 
He said the Commission should find that a rate of 37 cents, 1.5 
cents higher than the rate to New Albany, Ind., would have been 
reasonable and award reparation to that basis. As a result of 
Indiana State Chamber of Commerce vs. Santa Fe et al., 112 
Tt. C. C. 481, a rate of 33 cents became effective December 26, 
1926. 


S. C. FERTILIZER MINIMUM 


Attorney-Examiner H. W. Archer, in No. 16335, rates on fertili- 
zers and fertilizer materials within the state of South Carolina, in- 
stituted by the Commission on complaint of the railroads in South 
Carolina, and No. 20454, East Coast Fertilizer Co. vs. Alcolu Rail- 
road et al., has recommended that the Commission find that the 
maintenance of a mimum weight of 30,000 pounds on the commodi- 
ties mentioned on intrastate shipments in South Carolina caused 
undue prejudice against interstate shippers, undue preference 
for shippers located in South Carolina, and unjust discrimina- 
tion against interstate commerce. He said the Commission 
should order the establishment of a 40,000-pound minimum upon 
intrastate traffic except upon cottonseed hulls. Thereby uni- 
formity would be brought about under the minimum established 
in the so-called General Fertilizer case, 113 I. C. C. 389. The 
40,000-pound minimum, the report says, is in effect in the terri- 
tory around South Carolina. It further says there is nothing in 
the record to show that the farmers of South Carolina differ in 
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any way from farmers, in adjoining states which are buying on 
the higher minimum. 

If, after a trial had been given to the higher minimum, said 
the examiner, it was found to work an undue hardship upon a 
substantial portion of the farmers in that state, it would be ap- 
propriate to ask the Commission for further consideration of its 
findings in the General Fertilizer case. He said it was clear 
that the lower minimum in South Carolina unduly prejudicéd 
manufacturers not only at Wilmington, N. C., whence formal 
complaint had come, but also at Savannah and Augusta, Ga., 
and other interstate points. Cottonseed hulls were excepted 
from the 40,000-pound minimum prescribed in that report. South 
Carloina rates were not condemned in that case. 


BARREL STAVE RATES 


Attoyney-Examiner Alfred G. Haggerty has recommended 
the dismissal of No. 20192, Traffic Bureau of Keokuk Chamber of 
Commerce et al. vs. A. & V. et al., on a finding that the rates 
on barrel staves and headings, carloads, from Arkansas, Loui- 
siana and Missouri, to Alexandria, Mo., and Keokuk, Iowa, are 
not unreasonable, unjustly discriminatory or unduly prejudical. 


USED BURLAP BAG CHARGES 


Examiner W. K. Berryman, in No. 20076, Fulton Bag & 
Cotton Mills vs. Santa Fe et al., has recommended that the 
Commission find inapplicable the rate of $1.32 charged on used 
burlap bags from New Orleans, La., to Mack, Colo., as part of 
a combination on shipments destined to Dragon and Rainbow, 
Utah. A combination of $1.82 was collected on the theory that 
the tariff used made ‘applicable to Mack a rate of $1.32, the 
Salt Lake City rate. The examiner said that a rate of $1 was 
applicable because Mack was directly intermediate between 
New Orleans and Lompoc, Calif., that fact throwing out the 
Salt Lake City rate. Berryman said the Commission should 
direct the refund of overcharges and dismiss the complaint. 


GRAIN RATE PREJUDICIAL 


Attorney-Examiner George M. Curtis, in No. 20104, Farmers’ 
Elevator Company et al. vs. Chicago, Indianapolis & Louisville, 
has recommended that the Commission find unduly prejudicial 
but not unreasonable, a rate of 13 cents on grain from Monti- 
cello, Guernsey, and Yeoman, Ind., to Chicago, Ill., and deny 
reparation because no damage had been shown. The points 
mentioned are on the Indianapolis division of the Monon. The 
assailed rate was contrasted with a joint and proportional rail- 
and-lake rate of 8 cents on the Louisville division for substan- 
tially similar hauls to Chicago. The cross-country distances 
between stations on the two divisions, Curtis said, ranged from 
5 to 18 miles, or within more or less reasonable trucking dis- 
tances. The examiner said that the record showed that some 
farmers hauled their grain to points on the Louisville division 
from which the lower rate applied and that the record clearly 
showed undue prejudice to the complainants on the Indian- 
apolis division and preference for those on the Louisville divi- 
sion. He said the Commission should order the removal of the 
undue prejudice, without saying how it should be done. 


RATES ON LEAD ASHES, ETC. 


Examiner Albert A. Mattson, in No. 20351, Richards Co., 
Inc., vs. Boston & Maine et al., embracing also a sub-number, 
Same vs. Same, has recommended that the Commission find not 
unreasonable the rates on lead ashes, from Edgeworth, Mass., 
to Matawan, N. J., and on copper ashes, brass foundry cinders 
and residues, from Edgeworth to Laurel Hill, N. Y., and dismiss 
the complaint. 


RATES ON COPPER INGOTS, ETC. 


Dismissal of the complaint and denial of reparation have 
been recommended by Examiner John Davey in No. 19755, Ajax 
Metal Co. et al. vs. Baltimore & Ohio et al., embracing also a 
sub-number, Whipple & Choate Co. et al. vs. Same et al., ona 
finding that rates charged on copper, brass and bronze ingots, 
pigs, slabs and residues, carloads, from certain points of origin 
in Pennsylvania, New York and New Jersey to certain destina- 
tions in Virginia, West Virginia, Pennsylvania, New Jersey, New 
York and New England territory are not unreasonable. He 
said complainants were not shown to have been damaged by 
any undue prejudice that might have existed. 


UNLOADING MEATS, ETC., IN TRANSIT 


Failure of defendant to permit stopping in transit for par- 
tial unloading of carload shipments of fresh meat and packing 
house products at points in central and southern territories 
should be found not unreasonable and the complaints should be 
dismissed, says Examiner T. P. Wilson in a proposed report in 
No. 20124, Columbus Packing Co. vs. Northfolk & Western. 

Complainant, engaged in the meat packing industry at 
Columbus, Ohio, alleged that the failure of defendant to grant 
a stop-off privilege partially to unload carload shipments of 
fresh meats and packing house products at points on its lines 
in central and southern territories was unjust and unreasonable. 
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The. report said the defendant objected to the granting of 
the privilege because, in effect, among other things, it provided 
for less-than-carload shipments at carload rates thus depleting 
its revenue. In his conclusions, the examiner said: 


The contentions of defendant are not without merit. While the 
privilege sought has been voluntarily permitted by various other car- 
riers, the commission has required its establishment in comparatively 
few instances. The privilege is now available to gomplainant over 
direct routes other than over defendant line, and at the same rates. 
The evidence is insufficient to warrant a finding of unreasonableness. 
The Commission should find that upon this record the failure of de- 
fendant to establish the privilege sought is not unreasonable. 





NEW LINE NOT NEEDED 


Examiner Thomas F. Sullivan, in finance No. 6572, proposed 
acquisition and construction of lines by Missouri Pacific, has 
recommended that the Commission find that the present and 
future public convenience and necessity do not require the 
acquisition and construction by the Missouri Pacific of lines 
in Scott and Cape Girardeau counties, Missouri. He said that 
the proposed line whereby the Missouri Pacific would get into 
Iilmo and Cape Girardeau, Mo., would merely constitute a dupli- 
cation of existing facilities at considerable expense; that there 
would be no substantial reduction in rates, with the possible 
exception of those on crushed rock in joint-line movement, in- 
trastate; that there would be no substantial improvement in 
service and that the ultimate result, apparently, would be the 
division of traffic between the applicant and the Frisco in a 
general territory, in southeastern Missouri, where the available 
traffic was light and the prospects of development in the future 
were not bright. 

The Missouri Pacific proposed to construct a connecting link 
from the Southern Illinois & Missouri Bridge Company at Illmo, 
to the tracks and right-of-way formerly owned by the Cape 
Girardeau Northern, approximately 3.3 miles long, and the acqui- 
sition and necessary reconstruction of the line formerly owned 
by the Cape Girardeau Northern to a point near Cape Girardeau, 
approximately 6.7 miles. 

Opposition came from the St. Louis-San Francisco, which 
formerly owned the stock of the Cape Girardeau Northern. 
When the St. Louis & San Francisco was reorganized into the 
St. Louis-San Francisco, it dropped the Cape Girardeau North- 
ern, the operation of which has since been abandoned. Illmo 
and Cape Girardeau supported the application. Sullivan said 
that that was quite natural and to be expected. The Frisco, he 
said, strongly opposed the proposal, claiming that it had pio- 
neered in that territory and that its facilities were far more 
than needed and that there was no public necessity for another 
road. 


PETITIONS FOR REHEARING, ETC. 


No. 16930, Dillman Egg Case Co. et al. vs. Santa Fe et al. 
Defendants petition for postponement of effective date of order. 

No. 18566, Sub. No. 1, Carr-Lowrey Glass Co. vs. Baltimore 
& Ohio et al., and No. 18260, Old Dominion Glass Corp. vs. 
Baltimore & Ohio et al. Complainants petition for reopening 
and that cases be set for further hearing. 


No. 15806, Lehigh Portland Cement Co. vs. Aberdeen & 
Rockfish et al. The East Carolina Railway petitions for modi- 
fication of the Commission’s report and order,-extending to this 
line the same special consideration that is accorded in its 
report to other short and weak lines. 


No. 19070, National Supply Co.-Midwest vs. Big Four et al. 
Complainant petitions the Commission to reopen this proceeding 
and grant a rehearing or reargument therein. 


No. 19183, Jonesboro Freight Bureau et al. vs. Missouri- 
Kansas-Texas et al. Complainants petition for re hearing on 
record as made and for modification of finding of fact, of deci- 
sion and of order. 


No. 18434, Meyenberg Evaporated Milk Co. vs. Chicago & 
North Western et al. Complainant petitions the Commission 
to grant a rehearing therein. 

No. 19052, Zion Institutions and Industries, Zion Baking 
Industry vs. New York Central et al. Complainant petitions 
for reopening, rehearing and reconsideration by entire Com- 
mission, or reopening, rehearing, and reconsideration by division 
3, or reopening and reconsideration by the entire Commission 
or by division 3 on the present record solely upon the question 
of unreasonableness of the rates in the past and reparation. 

No. 18866, Alcolu Railroad vs. Atlantic Coast Line. Com- 
plainant petitions for postponement of order and for reargument 
and reconsideration. 

No. 17824, the Lumberton Broom & Mop Handle Factory, 
Inc., et al. vs. Akron, Canton & Youngstown et al., and No. 17879, 
White Wood Products Co. vs. Abilene & Southern et al. De- 
fendants petition for postponement of effective date of the out- 
standing order in the above docket. . 

No. 13535 et al., consolidated southwestern cases. St. Louis 
Chamber of Commerce, intervener, in dockets 13535 and 14880, 
Dallas Chamber of Commerce et al. vs. Aberdeen & Rockfish 
et al., and complainant in No. 15463, St. Louis Chamber of Com- 
merce et al. vs. Aberdeen & Rockfish et al., petition for re 
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consideration and modification of the Commission’s findings 
therein. ; 

J. E. Tilford, agent, has filed petition, requesting modifica- 
tion of Fourth Section Order No. 7836, commodity rates to and 
from Mississippi Valley territory, entered in Fourth Section 
Application No. 11773. 


COMMISSION ORDERS 


No. 20619, Detroit Steel Corp. et al. vs. Akron, Canton & 
Youngstown et al. Lester E. Deeley, receiver of Detroit. Range 
Boiler and Steel Barrel Co. permitted to intervene. 

No. 20619, Detroit Steel Corp. et al. vs. Akron, Canton & 
Youngstown et al. Detroit Nut Co., Inc., and Roehm & Davison 
permitted to intervene. 

No. 18779, Ulster & Delaware vs. New York Central et al. 
The effective date of order of March 14, 1928, has been post- 
poned until May 28, 1928. 

No. 19106, Beaman Elevator Co. vs. Chicago & North West- 
ern et al. Petition of defendants for reargument and postpone- 
ment of effective date of order entered herein, denied in so far 
as it requests postponement of effective date of order. 

No. 17485, Eagle Cotton Oil Co. vs. Southern et al. Effective 
date of order entered herein on March 9, 1928, is postponed from 
May 15, 1928, to June 15, 1928. 

No. 18358, Bear Brand Hosiery Co. vs. Atlanta, Birmingham 
& Atlantic et al. Effective date of order entered in this pro- 
ceeding on March 5, 1928, has been postponed until July 1, 1928, 
only in so far as it requires the removal of undue prejudice. 

No. 18212, Meridian Traffic Bureau vs. Columbus & Green- 
ville et al. The order entered in this proceeding on December 
6, 1927, which was by its terms made effective March 10, 1928, 
on 5 days’ notice, and subsequently modified so as to become 
effective on May 10, 1928, has been further modified so that it 
will become effective on June 10, 1928. 

No. 20626, El Campo Rice Milling Co. et al. vs. Santa Fe 
et al., Fort Worth Grain & Cotton Exchange; Fort Worth 
Bureau and Association of Commerce of Lake Charles, La., 
permitted to intervene. 

No. 20775, Southwest Utility Ice Co. et al. vs. Santa Fe et al.; 
No. 20778, Forth Smith Traffic Bureau et al. vs. Arkansas Valley 
Interurban et al.; No. 20809, Birmingham Traffic Assn. vs. Illinois 
Central et al.; and No. 20829, Chattanooga Manufacturers’ Assn. 
et al. vs. Southern Pacific et al. Myles Salt Co., Ltd., permitted 
to intervene. 

No. 20710, A. A. Tindall et al. vs. Arkansas & Louisiana 
Missouri et al. Chamber of Commerce of Houston, Texas, and 
Board of Commissioners of Harris County-Houston Ship Chan- 
nel Navigation District permitted to intervene. 

No. 20800, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Assn. vs. Chicago and North Western et al. Cushnoc Paper 
Corp.; Great Northern Paper Co.; Pejepscot Paper Co.; St. Croix 
Paper Co. and American Newspaper Publishers’ Assn. permitted 
to intervene. ; 

No. 19942, New Orleans Joint Traffic Bureau et al. vs. Arkan- 
sas & Louisiana Missouri et al. Chamber of Commerce of Hous- 
ton, Texas; and Board of Commissioners of Harris County- 
Houston Ship Channel Navigation District permitted to inter- 
vene. 

No. 19375, Board of City Commissioners, Okmulgee, Okla., 
vs. St. Louis-San Francisco. The effective date of the order 
heretofore entered in this proceeding on March 27, 1928, has 
been indefinitely postponed. : 

No. 20844, Americus Grocery Co. et al. vs. Alabama Great 
Southern et al. Myles Salt Co., Ltd., permitted to intervene. 

No. 15928, Lobman, Moog & Co. et al. vs. Milwaukee et al. 
The effective date of order of March 15, 1928, has been post- 
poned until July 8, 1928. 

No. 14953, A. B. A. Independent Oil & Gasoline Co. et al. 
vs. Santa Fe et al., and No. 17001, Manhattan Oil Co. vs. Santa 
Fe et al. The order entered in these proceedings on March 15, 
1928, which was by its terms made effective May 29, 1928, on 
30 days’ notice, has been further modified so that’ it will be- 
come effective July 29, 1928. 

No. 17436, Long Bel Lumber Co. vs. Abilene & Southern 
et al. The order entered in this proceeding on March 14, 1928, 
and which provides for the establishment of the rates therein 
prescribed on or before June 1, 1928, upon the filing and posting 
of tariffs on not less than 30 days’ notice, has been modified 
so as to require the establishment of the rates prescribed, on 
or before July 8, 1928, upon not less than 30 days’ notice to 
this Commission, and the general public. 

No. 16826, Ann Arbor Railroad et al. vs. Baltimore & Ohio 
et al. The order of December 23, 1927, has been modified so as 
to eliminate from its requirements the following destination 
territory: 


(a) All points on the Cedar Rapids & Iowa City; Chicago, Rock 
Island & Pacific; Clinton, Davenport & Muscatine; Illinois Central; 
Minneapolis & St. Louis; and Wabash Railway; 

(b) Points in Minnesota on the Chicago Great Western, Taopi 
to Hayfield, inclusive; Lyle to Waltham, inclusive; and LeRoy to 
Spring Valley, inclusive; 

_(c) Points in Iowa on the Chicago & North Western and the 
Chicago, Milwaukee & St. Paul south of a line commencing at Clin- 
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ton, thence via the Chicago & North Western to Tama, thence via 
the Chicago, Milwaukee & St. Paul to Council Bluffs; and 

(d) Points on the Chicago, Burlington & Quincy south of La- 
Crosse, Wis., to which joint through rates via Lake Michigan car-ferry 
routes are not published in Chesapeake & Ohio Railway Tariff I. C. C 
No. 10538, effective April 18, 1928, and in Norfolk & Western Railway 
Tariff I. C. C. No. 3092-B, effective, and the aforesaid order of De- 
cember 23, 1927, is further modified so as to permit the establish- 
ment and maintenance to all points in Iowa on the Chicago & North 
Western Railway and the Chicago, Milwaukee & St. Paul Railway 
of a minimum rate of $4.70 per net ton. 

Finance No. 6771, In the matter of the application of the 
Manufacturers for a certificate of public convenience and neces- 
sity authorizing it to operate over certain tracks between St. 
Louis, Mo., and East St. Louis, Ill. Business Men’s Association 
of South Saint Louis permitted to intervene. 

Finance No. 6787, in the matter of application of the Pecos 
& Northern Texas for a certificate authorizing it to construct a 
line of railroad in Hale, Lamb, Castro and Framer counties, Tex. 
Fort Worth & Denver South Plains and Fort Worth & Denver 
City permitted to intervene. 

Finance No. 6765, in the matter of the application of the 
Oregon Electric (substituted as applicant in lieu of the Linn 
County Logging and Lumber Railway), for certificate to con- 
struct a line of railroad in Linn county, Oregon. Southern 
Pacific permitted to intervene. 

No. 13503, Dewey Portland Cement Co. vs. Santa Fe et al. 
Complaint in this proceeding dismissed. 

Finance No. 3500, bonds of New Orleans; Texas & Mexico. 
The order of May 23, 1924, as modified by supplemental orders 
entered herein April 20, 1925, July 8, 1926, and May 25, 1927, 
has been further modified so as to extend to and including 
June 30, 1929, the time within which the New Orleans, Texas & 
Mexico may issue not exceeding $13,500,000 of first-mortgage 5 
per cent bonds, series B, dated April 1, 1924, and maturing 
April 1, 1954, to be exchanged from time to time, par for par, 
to retire a like amount of its 5 per cent non-cumulative bonds. 

No. 20613, Anchor Coal Co. et al. vs. Alton & Southern et 
al. Swift & Co. permitted to intervene. 

No. 20734, New Jersey Coated Paper Co. et al. vs. Pennsy]- 
vania et al. West Virginia Pulp and Paper Co. permitted to in- 
tervene. . 

No. 20830, Kali-Inla Coal Co. vs. Rock Island et al. The 
Colorado and Mexico Coal Operators’ Assn. permitted to in- 
tervene. 

No. 20840, Evansville Chamber of Commerce vs. Baltimore 
& Ohio et al. Alton Brick Co.; Hill Brick Co.; and Murphys- 
boro Paving Brick Co. permitted to intervene. 


HOCH-SMITH FURNITURE 


Hearing in docket 17000, part 5, furniture, began at Chicago 
before Examiner Barclay May 1. There were approximately 
a hundred representatives of various interests at the opening. 
The understanding, as developed in preliminary discussion, was 
that all items included in the classification under the heading 
“furniture” were involved, both carload and less-carload, as 
well as furniture parts or frames, brought in under I. and S. 
3102, which had been added to the general proceeding since 
the announcement with respect to the hearing was sent out. 
Under the I. and S. proceeding, the carriers in Southern and 
Western territories propose to increase the rating on furniture 
frames from third to second class. 

It was agreed that the procedure, in its general outlines, 
should be, first, testimony from complainants in formal cases 
consolidated with the general investigation, with the exception 
of docket 18835, Grand Rapids Show Case Company against the 
Ann Arbor Railroad and others; second, presentation of the 
Simmons Company’s testimony with respect to docket 18323 
and I. and S. 2828; third, presentation of the proposals of the 
carriers in the several territories and their general case, and, 
last, proposals and the general case of the shippers. 

Leo E. Golden, chairman of the National Furniture Traffic 
Association, an organization set up by the manufacturers, deal- 
ers and jobbers of the country, for the purpose of this pro- 
ceeding, said his organization had no general allegations or 
complaints to make. “All we have to offer is in the nature of 
suggestions as to how the Commission may solve some of the 
troublesome situations which confront it and which caused this 
proceeding,” he said. The purpose of his organization, he said, 
was to present facts and figures to the end that such difficulties 
as developed might be solved without working substantial injury 
to the shippers. 

Prior to the introduction of testimony with respect to the 
formal cases, two joint exhibits were presented in behalf of 
the shippers and the carriers. The first was put in by A. H. 
Greenly, member of the Official Classification Committee, and 
set out the results of conferences between the shippers and 
carriers as to le8s-carload ratings contained in the classification. 
Agreement had been reached on approximately 70 per cent of 
the items, according to the statement. The second of the ex- 
hibits was a map setting out the principal manufacturing, job- 
bing and distributing points. for the country as a whole. It 
was introduced by Mr. Golden. 

Testimony of the complainants in docket 19306, Heywood- 
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Wakefield Company and others against the A. & V. Railway 
and others, and docket 18568, Heywood-Wakefield Company and 
others against the Ann Arbor Railroad and others, was intro- 
duced this week. The former involves rates on theater chairs, 
in carloads, from Chicago to the southwest, principally Okla- 
homa and Texas. Docket 18568 attacks the ratings, rates and 
packing requirements and carload minimum weights on reed 
and fiber furniture, unfinished, in carloads, and the same as 
to the finished product, L. C. L., all territories being involved. 

B. F. Bohman, testifying with respect to docket 19306, con- 
tended that lower rates should apply to shipments of theater 
chairs, generally, than applied to other furniture, because of 
the heavy loading of the former. He explained that the mini- 
mum weight applicable to theater chairs was 16,000 pounds, as 
against a minimum of 12,000 pounds, generally applicable to 
furniture. He presented testimony with respect to the volume 
and regularity of the movement and the earnings produced, and 
made numerous comparisons with the movement of other articles 
in support of his contention that the conditions surrounding the 
movement of theater chairs were favorable. He said the weight 
of loadings was steadily increasing, due to the tendency toward 
increasing the capacity of theaters. 

Mr. Bohman also tetsified with respect to docket 18568. 
Additional testimony was introduced by Peter A. Hin, retail 
furniture dealer, of Paterson, N. J.; H. F. Hartwell, sales man- 
ager, Heywood-Wakefield Company; and L. Larson, superintend- 
ent of production, Lloyd Manufacturing Company, Menominee, 
Mich., a subsidiary of the title complainant. It was contended 
that the rates and tatings on reed and fiber furniture should 
be the same as on wood furniture. The two types were said 
to be highly competitive and, considering weight, value and 
other matters, to be comparable from a transportation point of 
view. The carriers’ requirements with respect to wrapping when 
shipped “in the white” (unfinished) were held to be unreason- 
able, as, according to the testimony, it was not subject to dam- 
age. 

Mr. Hin introduced testimony specifically with reference 
to the competition between the reed and fiber furniture and 
other furniture. He said the two types were used interchange- 
ably and that the higher rates on the reed and fiber furniture 
made it difficult to sell in competition with other furniture. 

Mr. Larson testified that, in the past, reed and fiber furni- 
ture was light, but that that was no longer the case, due to the 
incorporation of a larger percentage of wood. Some of the 
articles so classified were as much as 90 per cent wood, he said, 
and the average was from 60 to 65 per cent wood. 

Mr. Hartwell’s testimony principally had to do with condi- 
tions within the industry. He said that the plants of his com- 
pany were unable to operate to capacity and that the financial 
results were unsatisfactory. 


HOCH-SMITH CLASS RATES 


The hearing at Chicago before Examiners Koebel and Paul- 
son in docket 17000, part 2, Western Trunk Line class rates, 
ended May 2. It was announced that briefs would be due July 16. 

A feature of this week was the presentation of a basis 
for rates, grounded on the results of the carriers’ terminal cost 
study and traffic test, by C. E. Childe, Omaha Chamber of Com- 
merce. He suggested a four class scale for application to less- 
carload traffic and a ten class scale for the carload traffic, 
each distinct from the other. It was his contention that the 
same basis should apply throughout W. T. L. territory. In 
defense of the revolutionary character of his proposals, he said 
new information was available and his purpose was to make 
use of it. He made a statement of principles that should gov- 
ern in the construction of class scales as follows: (1) Terminal 
or base rates should be determined which will cover the cost 
of terminal service, origin and destination, plus a reasonable 
profit to the carriers, such base rate not to vary with the 
length of the haul; (2) the line-haul factor should be deter- 
mined for each class, based on cost of transportation per mile, 
plus a reasonable profit; (3) freight moving on the higher classes 
should bear a proportionately high part of the burden. 


In setting up his terminal factors, which were distinct from 
the line-haul factors in both scales, he computed them so that, 
considering the traffic moving at each class, the net result for 
each class of traffic, less-carload and carload, would be that it 
bore its own terminal expense plus return on investment and 
proportionate share of overhead expense, using the figures pre- 
sented in the terminal cost study made by the carriers. 

His line-haul factors were constructed so as, on the average 
weight moving at the particular class, to reflect average cost 
of transportation in the territory, inflated to care for empty 
haul, return on investment, and overhead expense. A ma- 
terially greater inflation was made in the scale for application 
to the carload traffic to care for profit and overhead expenses 
than in the scale for application to the less-carload traffic. 
The out-of-pocket terminal service on the less-carload traffic 
was relatively so high, in relation to volume, he said, that it 
was hardly fair to charge it as high a percentage of the over- 
head expense as applied to the traffic as a whole. 





Vol. XLI, No. 18 


With reference to the segregation of carload and less-car- 
load under his two scales, he had the following to say: 


It is impossible to construct a scale fairly related to cost which 
names the same rates for carload and less-carload in the first four 
classes. The transportation conditions are so different and the cost 
of transportation various so widely between the less-carload and the 
earload that any scale covering cost of less-carload transportation 
will necessarily be much higher than and without relation to the 
carload costs. If the less-carload rates are made high enough, the 
carload rates in the same classes will be too high and improperly 
related to each other. Nor is there any reason, from the standpoint 
of the value of the service, why carload rates in the first four classes 
should be the same as less-carload rates in the same clases. iF 
The establishment of the same rates less-carload and carload in 
the first four classes means either that the less-carload is trans- 
ported at less than cost or that the unjustly high rates are applied 
on carfoad traffic in those classes, or a combination of those two evils. 


In general, the less-carload rates presented by his scale for 
that class of traffic were materially higher than at present in 
the territory east of the Missouri River, and, with the exception 
of the long-haul traffic, the same would be true west of the 
river. His carload rates were generally lower than present 
rates. 

R. C. Fyfe, chairman of the Western Classification Commit- 
tee, characterized Mr. Childe’s proposals as “one of the great- 
est dreams I have ever seen.” His principal criticism was that 
the relationship between carload and less-carload ratings would 
be completely lost. “In all the years, a reasonable spread has 
been maintained between the less-carload and the carload rat- 
ings,” he said. The adoption of such a double scale as pro- 
posed, he held, would necessitate a new classification for the 
sake of the preservation of those relationships. He contended 
that from the classification point of view, the less-carload ship- 
ment was made the unit of transportation; that it was fixed 
first and the carload rating made with relation to that. It was 
his opinion that the adoption of the less-carload scale would 
“throw every pound of that class of traffic in the hands of the 
consolidators,” to the injury of the carriers, because of the 
high rates that would result. He criticized the carload scale 


as much too low, citing instances where the class rates would. 


be materially lower than present commodity rates applying on 
articles having class ratings the same as the class rates cited. 

Detailed criticism of the Childe proposal was also intro- 
duced by L. E. Wettling, manager of the western carriers’ 
statistical bureau; E. B. Boyd, chairman of the Western Trunk 
Line Committee, and Glenn -Vivian, statistician, C. M. St. P. & P. 


Mr. Vivian estimated that the application of the rates sug- 
gested by Mr. Childe would reduce the revenue of the carriers, 
as compared to that produced under the present rates, by from 
29 million to 31 million dollars. He objected to the principles 
employed by Mr. Childe in the mathematical features of his 
proposals, particularly stressing that he had used the terminal 
costs as determined through the use of the Coverston-Saur 
formula by the carriers and then had obtained his line-haul 
costs from figures developed by Dr. M. O. Lorenz, director of 
the Commission’s statistical bureau, under his formula. Mr. 
Childe had ieft out of account consideration of the theory on 
which Dr. Lorenz had made his separation between terminal 
and line-haul costs, he said. 


Mr. Wettling estimated that the application of the rates 
set out in the Childe scales to W. T. L. traffic would produce 
approximately 30 million dollars less revenue than the carriers 
anticipated under the rates they had proposed. He said the 
carriers’ proposals represented an increase of about 25 per 
cent on the class traffic. The less-carload rates proposed by 
Mr. Childe would materially increase the revenue on that class 
of traffic, as against present rates, but the carload rates would 
be so much under rates applicable to. that class of traffic that 
the total effect would be to give approximately nine million 
dollars less revenue to the carriers than they were now re- 
ceiving, according to him. He made detailed comparisons be- 
tween the rates proposed by Mr. Childe and present rates and 
the earnings that would be produced by each. 


Mr. Boyd said that he had “never found much value in costs 
(cost of transportation) except in figuring the minimum below 
which we could not go’—that, of course, the carriers did not 
wish to go below out-of-pocket cost in any instance. It would 
not be practical to base rates directly on costs even if they 
were readily ascertainable, he said. Such a basis did not afford 
the necessary elasticity to meet situations that were constantly 
developing, both from the point of view of the needs of the 
shipper, or particular localities, and the carriers; he contended. 

Herman Mueller, of the St. Paul Association of Business 
and Public Affairs, introduced additional testimony to that he 
put in at the St. Paul hearing with respect to the rail-and-lake 
and rail-lake-and-rail rates from the east to the northwest, as 
against the rail-and-lake rates to Chicago. His appearance was 
occasioned, he said, by certain things contained in the report 
of Examiner Hosmer in the eastern class rate case. He quoted 
that report to the effect that, “in view of the difference in the 
value of the service, the rail-lake rate to Duluth should not 
necessarily be the same as to Chicago.” He testified that the 
business of the northwest had been built up on the basis of the 
same rates to Duluth as to Chicago and that it would work 
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serious injury to the northwest if that parity were disturbed. 
He held that the relationship had been previously determined 
by the Commission and introduced facts with reference to the 
earnings of the Great Lakes Transit Corporation in support of 
his contention that the present rates to the northwest were 
not low. The business of the boat line on Lake Superior was 
“highly profitable,” he said, “in sharp contrast to the situation 
on Lake Michigan.” He held that the present rail-lake and 
rail-lake-and-rail rates to the northwest were “as high as they 
may reasonably be.” According to his testimony, the Great 
Lakes Transit Corporation had paid dividends amounting to 
about seven million dollars since 1916 and had reduced its in- 
debtedness approximately two million dollars. 

H. S. Noble, vice-president of the Great Lakes Transit Cor- 
poration, introduced testimony showing that the earnings of 
his company had not all come out of operations, but, in large 
part, through the sale of vessels. He said the Hosmer proposal 
to increase the differential between the all-rail rates and the 
rail-lake rates would be confiscatory. Under the Hosmer pro- 
posal, he said, the differential between the two routes from 
New York to Chicago would be increased to 24 cents. He held 
that 16 cents was the maximum spread that should be allowed. 

Cross-examination of Mr. Noble by F. S. Keiser, transporta- 
tion commissioner of the Duluth Chamber of Commerce, served 
to bring out the relative unprofitable nature of operations on 
Lake Michigan as contrasted with operations on Lake Superior. 

In accordance with a request made of the carriers in a 
letter from Commissioner McManamy the latter part of Feb- 
ruary, they were called on for advice as to the establishment 
of overhead rates between W. T. L. territory, on the one hand, 
and Official and Southern territories, on the other, in the event 
the Commission should wish to put in such rates. M.B. Pierce, 
general attorney for the Erie, speaking for eastern lines, in- 
cluding the New England lines, said that, as the rates within 
both Eastern and W. T. L. territory were not determined, they 
did not feel they could offer any suggestions as to an overhead 
basis. He requested that the determination of that quesfion 
be deferred until the local rates for both territories had been 
fixed. He also asked that, where overhead rates were already 
in effect between the two territories, they be revised simulta- 
neously with the application of the new rates in the two ter- 
ritories. 

Mr. Boyd, speaking for the western carriers, stressed the 
fact that they did not desire an overhead basis. He had no 
suggestions to offer with respect to such a basis, as far as rates 
between W. T. L. and Official territories were concerned, but 
said that, with respect to rates to and from Southern territory, 
the carriers thought that a basis not less than the scale pre- 
scribed in Southwestern territory in the consolidated southwest- 
ern cases should be put in. In the event the eastern class rate 
case was decided before the W. T. L. rates were determined, he 
said, the carriers would expect to revise the overhead rates 
now in effect from Indiana to give effect to any change in the 
eastern factor of those rates. 

J. E. Tilford, chairman of the Southern Freight Association, 
concurred with Mr. Boyd, as far as rates to and from his ter- 
ritory were concerned, and said that, in the event the Com- 
mission required overhead rates, he hoped it would allow liberal 
grouping. 

Testimony was also introduced by the following: G. A. 
Hoffelder, general freight agent, C. B. & Q.; W. M. Burn, stat- 
istician, Great Northern; Frank B. Townsend, director of traffic, 
Minneapolis Traffic Association; W. A. Anderson and C. E. 
Schreiber, of the Wisconsin commission, and U. G. Powell, of 
the Nebraska commission. 


HOCH-SMITH LIVE STOCK 


U. G. Powell, rate expert for the Nebraska commission, 
continued the presentation of testimony this week at the hear- 
ing in docket 17000, part 9, live stock, western district rates, at 
Chicago, before Examiners Stiles and Parker. He took the 
stand April 26 and finished about noon, May 1. In the meantime, 
however, he gave way to two relatively short witnesses. 

He presented a scale of rates, based on a study of costs, 
for application to Nebraska, somewhat lower than the carriers’ 
proposal. As determined by his study, he said, transportation 
costs were less in western than in eastern Nebraska. That was 
primarily due, he said, to the rapid development, in recent years, 
of the sugar beet industry in the western part of the state, 
which had resulted in large increases in the tonnage both into 
and out of that section. It was his opinion that the same scale 
should be applied to all W. T. L. territory, but he particularly 
Stressed the point that there was no justification for a higher 
level of rates in the western part of the state than in the east- 
ern part. 

H. A. Hanson, statistician, South Dakota commission, who 
followed Mr. Powell, mainly confined himself to rebuttal of car- 
rier testimony with respect to operating conditions in his state. 
He held that conditions there were no less favorable than in the 
surrounding territory. The figures of carrier witnesses which 
assigned revenues and expenses by states, on the basis of which 
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- the showing for South Dakota was unfavorable, he said, were 


unreliable, due to the arbitrary nature of the accounting meth- 
ods used. He also introduced testimony intended to refute the 
contention of railroad witnesses that the live stock rates in the 
territory had not been increased as great a percentage above the 
pre-war basis as rates generally. He presented an exhibit that 
purported to show that the rates of the C. & N. W. in South 
Dakota on cattle and calves, in 1926, were 156 per cent of the 
1915 rates, as against 149 per cent for all traffic. Rates on hogs, 
in 1926, represented approximately 164 per cent of the 1915 level, 
he said. Forest products and numerous other classes of traffic 
had been increased materially less, on a percentage basis, ac- 
cording to his figures. 


D. L. Kelley, of the South Dakota commission, expressed 
himself as opposed to any increases on the live stock traffic be- 
cause of the unfavorable condition of the industry. However, 
if the carriers were to have more revenue, he said, that should 
be done by increasing rates that were below the general level 
of the interstate rates. In that connection he referred to the 
rates in Iowa and Minnesota. He said he did not consider those 
rates abnormally low, but they were relatively low. With re- 
spect to the rates prescribed by the Commission for South Da- 
kota in Docket 12268, in 1923, he said that, if there was to be 
any change, they should be reduced rather than increased. They 
were particularly high for the short hauls, in his opinion. He 
made numerous comparisons between the South Dakota live 
stock rates and rates on other commodities in the same terri- 
tory, which, he contended, demonstrated that the live stock 
rates were relatively high. It was his position that South 
Dakota rates should be on the same level with rates in Iowa 
and Minnesota, and that rates on stocker cattle should be 75 
per cent of the fat cattle basis. With respect to rates from 
South Dakota to north Pacific coast points, he contended that 
they were comparatively high, measured by rates from Kansas 
and Texas to the south Pacific coast. The rates applicable from 
Kansas and Texas points to the south Pacific coast, according to 
his comparisons, were lower than from South Dakota to the 
north Pacific coast, even though the distances in the former in- 
stances were longer. He contended that there were no trans- 
portation conditions to justify that. 


John R. Baker, of Armour and Company, made numerous 
comparisons between the rate of progression of the rates apply- 
ing on live stock from the southwest and that of other scales 
fixed by the Commission for application to other traffic in the 
southwest to show that the long-haul rates were relatively too 
low. He also introduced figures showing receipts at the various 
southwestern markets as compared with receipts at Chicago. 
They represented that an increasing proportion of the south- 
western live stock was coming to Chicago. His figures set out 
that, in 1926, Chicago receipts of Texas cattle were 760 per cent 
of the 1912 receipts, as against an increase of only 14 per cent 
at Fort Worth. Similarly, considering the 1912 receipts as 100 
per cent, he showed the receipts of Oklahoma cattle at Chicago, 
in 1926, to be more than 5,000 per cent of the 1912 receipts, as 
against an increase of 60 per cent at Oklahoma City. That 
situation was brought about, he said, by the fact that the short- 
hauls were increased more at the time of the percentage in- 
creases of 1918 than were the long-hauls, and the further fact 
that, in 1922, the long-haul rates (for over 600 miles) were de- 
creased 20 per cent, while the short-haul rates were decreased 
only 10 per cent. 


Robert B. Carey, former governor of Wyoming, a cattle 
raiser in that state, testified that the live stock industry was in 
better condition than in 1924, but that it would require from 
seven to eight years to make up the losses incurred during the 
“lean” years. 


‘HONESDALE BRANCH CASE 


The Delaware & Hudson considers its application for per- 
mission to abandon its Honesdale branch, one of the oldest rail- 
road lines in the country, so important that it has asked for 
oral argument in finance No. 6473, in which the examiner has 
made a report against abandonment. In its exceptions to the 
proposed report the company says that the first error com- 
mitted by the examiner is his neglect to give consideration to 
or mention the fact; in his report, that the applicant is under 
order of the Pennsylvania commission to pay $40,000 toward 
the elimination of grade crossings on the branch and to main- 
tain such elimination works. 


Not only is the applicant operating the branch at a loss, 
say the attorneys for the company, but is faced with a require- 
ment of large capital expenditures in connection with the re- 
location and improvement of the competing state highway be- 
tween Carbondale and Honesdale, and the elimination of grade 
crossings over the branch. The cost of the relocation work 
on the branch, they say, is estimated, by the Pennsylvania 
commission, at $203,812. The total expenditure on the part of 
the Delaware & Hudson, according to the attorneys, on account 
of the grade and relocation work, would be $46,000. They say 
that it may be said that that requirement upon the applicant 
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is the actuating reason for the application for permission to 
abandon. 

In their argument the Delaware & Hudson attorneys assert 
that the intermediate communities on the branch, located upon 
the competing state highway, have “no vested right to a con- 
tinuance of a railway service which long ago ceased to be self- 
supporting and can never become anything except a drain upon 
traffic and service elsewhere. They developed along a railroad 
which was not constructed originally to serve them, but was 
a part of a project antedating their existence and itself aban- 
doned. The principle that no implied obligation rests upon a 
carrier to continue its operation merely because population and 
industry have developed upon the expectation of continuance, 
has been declared in many decisions of the Interstate Com- 
merce Commission and has been concisely expressed in the 
recent case of Broownwood North and South Railway Co. vs. 
Railroad Commission, 16 Fed. (2d) 297, where the court said: 
‘That persons have erected substantial improvements along the 
railway, and in territory tributary, in the expectation of con- 
tinued operation, does not burden plaintiff with an implied 
obligation to do so. That abandonment of itself, with resulting 
damages to the communities served, gives no cause of action 
to the individuals affected. Texas vs. Eastern Texas Railroad 
Co. (D. C.), 283 Fed. 599.’ ” 

The company, in its exceptions and argument in support 
of them, pointed out that #ionesdale and Carbondale, the ter- 
minal points on the branch, were adequately served by the 
applicant’s main line and the branch line of the Erie and that 
the intermediate communities in addition to being on the com- 
— state highway, were only a few miles from other railroad 
stations. 


RAIL-BARGE SUGAR RATES 


The barge line, in exceptions to the examiner’s proposed 
report in No. 19480, Inland Waterways Corporation, etc., vs. 
Alabama Great Southern et al., asserted that the questions 
presented in this proceeding were not in the least novel because 
they had received attention in a number of previous decisions 
of the Commission. Consequently it said it took it that the 
law was settled and that, unless the Commission was to reverse 
itself, the examiner’s report would receive substantial modifi- 
cations in order to conform to principles heretofore enunciated. 
(See Traffic World, April 28, p. 1037.) 

Among the exceptions is that the examiner errs in exclud- 
ing the lower cost of barge line transportation as a factor which 
tends to justify the rate adjustment sought. The examiner said 
that “as barge service is slow and inconvenient, barge-and-rail 
rates are necessary to attract traffic to it. Complainants main- 
tain that a differential less than 20 per cent of the all-rail 
port-to-port rates would be insufficient for this purpose. The 
differentials are intended to offset the disadvantages to ship- 
pers of barge-and-rail as compared with all-rail transportation 
and in no way reflect a lower cost of barge line operation.” 

The barge line asserts that in dealing with barge-and-rail 
rates it is impossible to measure with any accuracy what pro- 
portion of the differential is intended to reflect lower cost of 
water transportation. Both factors, it asserts, are present, “as 
is well demonstrated by the evidence in this record.” The 
barge line asserts that whether or not the precise effect to be 
given to either of these factors can be measured, it is improper 
to proceed upon the assumption that the differential can be 
justified only by disabilities in service, and is in no wise justi- 
fied by the lower cost of service. It asserts that the transpor- 
tation expense of the Warrior division is less than 10 cents 
per 100 pounds. It says that whether the rail carriers can 
handle traffic at a less transportation cost is not shown by the 
record. It further asserts that certainly there.is sufficient 
probability that the water cost is something below all-rail cost 
so that the “Commission is not justified in finding, in its report 
herein, that the rate adjustment sought is in no wise predi- 
cated on a lower cost of barge line operation.” 

The New Orleans Joint Traffic Bureau, supporting the ap- 
plication of the barge line for joint rail-and-barge rates, sug- 
gested a specific order requiring the establishment of rates and 
the clearing up of a seeming conflict in the report of the ex- 
aminer so that the adjustment proposed would be made op- 
erative. 

The barge line, in its exceptions and argument in support 
of them, referred to the rates on sugar in connection with the 
subject generally and in particular discussed that phase in 
connection with the rates on sugar stored in transit in support 
of its proposition for rail-and-barge rates on it beyond the stor- 
age point. It did not, however, give the sugar rates the prom- 
inence accorded them by the Savannah Sugar Refining Cor- 
poration. 

The defendants in this case and the intervening south- 
eastern and Carolina lines in their exceptions to the examiner’s 
report, devote themselves to the class rates and the rates on 
sugar. They contend that, on the evidence, the examiner is 
not warranted in recommending the establishment of differen- 
tial rail and barge rates. They point out, among other things, 
that the sugar rates would be out of line with the rates on 





Vol. XLI, No. 18 


that commodity ordered by the Commission in Southeastern 
Sugar Investigation, 132 I. C. C. 477. ; 

“Unless the barge line is to be favored because it is 
government owned and operated,” say the defendants, “the 
class rate proposed by the examiner should not be prescribed. 

“The establishment of the differential rate proposed,” con- 
tinues the.exceptions, “would give shippers of sugar from New 
Orleans and Mobile an unreasonable and unjustified adjustment 
when compared with the rates of their competitors at Savannah, 
Norfolk, Philadelphia, Boston, New York, and other refining 
points.” 

The defendants give considerable attention to the question 
of the cost of barge transportation. They say that while it is 
generally true that water transportation is cheaper than rail 
transportation, it by no means follows that in all instances 
rail-and-water transportation is cheaper than all-rail transpor- 
tation. 

“Certainly,” say the defendants, “there is nothing in this 
record which would justify the conclusion that the barge and 
rail routes are more economical than the all-rail routes. The 
barge line has been carrying differential rates for several years, 
and the Warrior River division has continuously and uninter- 
ruptedly been operating at a loss. For example, a statement 
filed by Wintess Hough shows that the net loss from the opera- 
tion of the barges on the Warrior River was $303,374 in 1925, 
$299,899 for the year 1926, and $75,030 for the first three months 
of 1927. Is there any reason why the barge line should be 
permitted to carry differential rates lower than the all-rail 
rates when it would seem from the record of its operation for 
the last few years that these differentials are so great as to 
result in substantial deficits from year to year? 

“We repeat it is neither lawful nor just to require the 
establishment of less than maximum reasonable barge and rail 
or rail and barge rates. Such a policy is not beneficial to the 
railroads, to barge lines, or the public. It renders the experi- 
ment being conducted by the government as to the barge line 
operation of little value.” 


TRAIN CONTROL HEARING 
The Traffic World Washington Bureau 


“The Association of Railway Executives unanimously rec- 
ommends that the issuance of any additional formal orders 
which require the installation of automatic train control, or of 
other forms of safety appliances, be withheld at this time, so 
as to afford the management of the railroads of this country 
a free opportunity to determine, from their, direct and intimate 
knowledge of individual operating conditions and with full rec- 
ognition of their responsibility in progressive safety work, in 
what directions expenditures can be made that will attain the 
highest degree of safety for employes and the public and gen- 
erally increase safety in train operation,” said R. H. Aishton, 
chairman of the executive committee of the association, April 
30, in the hearing in No. 13413, in the matter of automatic train 
control devices, etc., before Commissioners Eastman, Esch and 
McManamy. 

In the last eight years, said Mr. Aishton, the railroads had 
made the greatest progress in increasing safety of rail trans- 
portation in their history. A record for safety was established 
in 1927, when only ten passengers were killed in train accidents. 

“When it is taken into consideration,” said Mr. Aishton, 
“that during the past eight years freight speed between ter- 
minals increased 19 per cent, freight car miles per day increased 
20 per cent, and gross ton miles per freight train hour increased 
47.5 per cent, the results obtained in safety to those using the 
service, or employed in the operation of trains, are a growing 
indication that the efforts of the railways in directing expendi- 
tures to those things which will produce the greatest measure 
of safety have been productive of a commendable result, and 
need no further justification as-to their having been made in 
directions best promoting the public interest.” 

Mr. Aishton said that in the last eight years the railroads 
had expended $323,701,000 of new capital for safety purposes, 
of which all except $22,395,000 had been expended voluntarily 
by the individual managements and without orders from the 
Commission for various safety devices such as automatic and 
other signals, for interlocking plants, crossing signals, highway 
grade separation, and for the extension of automatic train con- 
trol beyond the two orders that have already been issued by 
the Commission. He explained that the $22,395,000 mentioned 
above represented the cost of automatic train control devices 
installed by the various railroads in response to the orders of 
the Commission. Continuing, he said: 





This statement of capital expenditures is limited to the period 
January 1, 1920, to January 1, 1928, and, therefore does not take into 
consideration similar capital expenditures for installations prior to 
1920. The figures so far presented take account only of the capital 
cost of physical installations, and have no reference to annual charges 
for operation, maintenance and retirements. Annual expenditures for 
the items enumerated above, including the operation, maintenance 
and retirements of safety appliances installed prior to 1920 as well as 
those installed since 1920 are estimated at $89,663,000 for the year 
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most notable work in inculcating safety measures among their em- 
ployes ‘and also into the public attitude. For this work, large sums 
of money have been expended annually by the individual railroad 
managements. 

By cooperative action, the railroads have brought about co- 
ordination of action and dissemination of information which have 
helped in preventing accidents and making train operation generally 
safer. Further, there should be mentioned the energetic and unre- 
mitting work done by the railways in the field of research, such as 
that now in progress at Purdue University on air brakes and at the 
same time in getting a better and safer draft gear. 

Attention is also directed to the -large capital expenditures by 
the carriers for improvements and betterments which have had their 
effect both in the character of service afforded the public and also 
in the degree of safety with which that service is performed. 

This information is brought before the Commission only for the 
extent to which recognition has been given by the various railroad 
managements to their responsibility for providing the most effective 
available method of insuring safety of railroad operation in all of its 
phases. It presents concrete and tangible evidence that the railroads 
generally, as their best judgment and a full sense of their responsi- 
bility dictates, are seeking and installing such methods and devices, 
and are initiating and supporting such policies and practices as will 
give the best safety results from available expenditures. 

The duty of the railroads is not confined alone to that_ portion 
of the public using its rails. There is also a direct responsibility to 
that portion of the public who are subject to hazards incident to 
train or engine operation at grade crossings. In the past eight years 
mileage of improved highway has increased 34.3 per cent in the United 
States, while there has been an increase of more than 150 per cent 
in the number of automobiles in operation. The number of highway 
grade crossings has increased 7,858 or 3.5 per cent. Fatalities as a 
result of highwdy grade crossing accidents in 1927 totaled 2,371, or 
an increase of 32.4 per cent compared with the number in 1920. It 
is interesting to note that the record of safety at highway grade 
crossings shows a much lower percentage of increase in both fatal 
and non-fatal casualties at highway crossings than those factors which 
indicate increasing hazards. 

This entire record shows a consistent advance in safety to pas- 
sengers and to employes. It shows also that the railroads are working 
energetically and persistently at the problem of* highway crossing 
safety, where there is certainly a divided responsibility between rail- 
road managements and the public. 


NO LAKE CARGO COMPROMISE 


A conference at Cincinnati May 3, called by the northern 
railroads with a view to effecting a compromise in the lake 
cargo coal rate controversy, came to naught. Northern and 
southern operators rejected suggestions that a compromise be 
made, put forward by President Willard, in behalf of the north- 
ern lines, and President Cole, of the Louisville & Nashville, in 
behalf of the southern lines. Rejection of the suggestion was 
so emphatic that the negotiations did not reach the point where 
the railroad officials were asked to say what they had in mind. 
J. D. Francis was the spokesman for the southern and H. L. 
Findlay the spokesman for the northern operators. E. J. Mc- 
Vann spoke for the Fairmount operators. Both groups of op- 
erators said there was nothing to compromise. Northern op- 
erators in the conference were from northern West Virginia 
and southern Ohio. 

Pittsburgh district operators, through A. B. McElvany, 
secretary of the Pittsburgh Operators Lake Rate Committee, 
refused to take part in the conference which was called as 
a result of conferences among railroad officials in New York 
last week of all the railroads and all the operators interested 
in lake cargo rates. 

Eastern Ohio, Cambridge and Hocking operators notified the 
northern carriers that they would meet them, on the appointed 
day, at Cincinnati, to discuss the lake cargo coal situation. 
However, they said they would not consider any proposition 
that did not carry with it the restoration of the 48 cent spread 
between rates from the Ohio districts and the rates from the 
southern field brought about by the Commission’s last two de- 
cisions in the lake cargo coal rate case. 

The Pittsburgh operators said, by way of answer to a sug- 
gestion from the Pennsylvania railroad, that the northern lines 
and the northern operators hold a preliminary conference at 
Cincinnati in advance of the general conference, that they would 
be glad to meet, at any time, the executives of the northern 
railroads serving their district, either at Pittsburgh, Philadelphia 
or New York. They said they would welcome such an oppor- 
tunity to discuss with the Pennsylvania their request for an 
immediate reduction of 20 cents in the lake cargo rate from 
the Pittsburgh district. They trusted, they said, that the pro- 
posal of the preliminary conference indicated a readiness on 
the part of the northern carriers to act for the best interest of 
Pennsylvania. 

After making the counter suggestion the Pittsburgh oper- 
ators gave their proposal the widest possible publicity. J. D. A. 
Morrow, president of the Pittsburgh Coal Co., included a copy 
of Mr. McElvany’s letter in the testimony given by him in the 
investigation into conditions in the mining regions of western 
Pennsylvania, Ohio, and in the southern fields that is being car- 
ried on by the Senate committee on interstate commerce. He 
emphasized a contention on the part of the Pittsburgh district 
operators that much of the distress in the mining industry in 
western Pennsylvania was due to the freight rate adjustments, 
not only on lake cargo coal but on all coal from all soft coal 
regions in Pennsylvania to all markets. He also emphasized 
the efforts that had been made by the Pennsylvanians to obtain 
better adjustments; the most recent of which was the request 
for an immediate reduction, by the northern lines, in the lake 
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cargo adjustment, so as to restore the spread of Pittsburgh 45 
cents and southern Ohio 48 cents under the southern fields. 


Mr. Morrow put into the records maps and rate compilations 
to show that Pennsylvania districts were hemmed into a narrow 
market by the freight rate adjustments from the northern fields. 
He made dozens of rate comparisons winding up with one to 
show that the CJearfield district had to pay 42 cents per ton 
more to get its eoal to a lake port than the Pocahontas field, 
although it was 129 miles nearer than Pocahontas. His com- 
parisons showed that in the competition for supplying the New 
England market the southern operators paid rates as low or 
lower for as long or longer hauls to Hampton Roads than for 
the shorter hauls from the northern fields to New England 
markets. In summing up his observations on the rate adjust 
ments, Mr. Morrow said: 


With respect to all these maps and rate comparisons, it may be 
urged that mileage is not the only test of the reasonableness of a 
freight rate, which contention’ we do not deny, but we do say that 
mileage is certainly one of the important factors, and when we see 
an entire rate structure on Coal so designed that in whatever direction 
Pittsburgh and Pennsylvania coal moves it must pay far higher rates 
than coal from competing districts for hauls of similar distances 
must pay, in whatever direction it moves, then we maintain that 
here is unmistakable evidence of an intentional and studied discrim- 
ination against Pennsylvania and Pittsburgh by the railroads which 
serve our mining districts. 


In the McAlvany letter declining to participate in the con- 
ference the Pittsburgh operators assert they “are astonished 
that the carriers serving this district would suggest that we 
meet with the southern operators and carriers at Cincinnati, 
for the obvious purpose of considering a compromise of the 
lake cargo rate issue.” 


After relating the efforts they had made in 1923 and later 
to have conferences for the settlement of the question of dif- 
ferentials which resulted in invitations to them to file formal 
complaints, the Pittsburgh operators said they could not under- 
stand how the executives of the northern carriers could expect 
them to meet with southern operators to consider any question 
of compromise. They said that in view of the great difference 
in distances they held that even a difference of 45 cents in the 
rates was far less than the spread ought to be. Coal consumers 
in the northwest, they asserted, had suffered much higher costs 
for years because just and proper freight rates from the Penn- 
sylvania districts near Lake Erie had been denied shippers from 
those fields. He said they fully expected the Supreme Court 
to uphold the Commission’s decision ordering a spread of 45 
cents. 


A suggestion that the interstate commerce committee look 
into the inter-corporate and financial relationships between the 
carriers serving the northern and southern fields was made in 
the letter. 


The Pittsburgh operators, in the McElvany letter, suggested 
that if the Pennsylvania, New York Central and the Baltimore 
& Ohio were as much interested in serving their shippers as 
the southern lines were in serving theirs, they would not hesitate 
to make the reduction. The letter further said: 


If they do not take this action, the coal producers of Pittsburgh 
and business interests of Pennsylvania generally must ask why the 
railroads serving this field are more interested in seeing traffic built 
up from mines in southern West Virginia and eastern Kentucky than 
in seeing it increase upon their own rails out of this district. We 
understand that the Pennsylvania Railroad is largely interested in 
the Norfolk & Western. The latter road owns 300,000 acres of coal 
land along its line in Virginia and West Virginia. The New York 
Central owns the Kanawha & Michigan Railway, running into the 
southern West Virginia coal fields. If the inter-corporate or financial 
relationships between the carriers serving these districts and those 
serving southern West Virginia and eastern Kentucky are the under- 
lying cause of the rate inequalities which have long existed, to the 
injury of Pennsylvania and Ohio, this entire situation may properly 
engage the attention of the Interstate Commerce Commission or the 
courts, with a view to real remedial actton. 


Mr. Morrow, commenting on the effect of the rate adjust- 
ments, said that since 1920 the southern lines had gained more 
than 69,000,000 tons and the northern lines had lost more than 
16,000,000 tons. Commenting on the McElvany letter written 
for the- operators, Mr. Morrow, in part, said: 


This letter raises a question with respect to the relations existing 
between northern carriers and southern railroads which may well 
engage the attention of this committee. We maintain that the freight 
rates on which our coal moves have been designed to shift business 
from northern producing districts to the southern fields. ... It 
would seem entirely proper for this committee to use its wide tg 
of investigation to ascertain the determining facts in the relationship 
of the northern and southern carriers which may account for this 
peculiar situation. We do not know the answer to the questions that 
naturally come to mind in the face of such a showing as the fore- 
going facts present, but if there is a conspiracy anywhere in the 
coal business it may be found, as Mr. McElvany suggests, in the 
corporate or financial relationships of northern carriers and southern 
railroads and coal interests. 


The northern operators said that if they met with the south- 
ern operators and the southern railroads to consider any com- 
promise they would be guilty of abandoning all claim.to con- 
sideration of their complaint in this and other cases of similar 
discrimination against the Pittsburgh district before the Com- 
mission. 





PONTIAC BELT CASE 
The Trafic World Washington Bureau 


The question as to what the Commission should do in the 
matter of affording Pontiac, Mich., greater railroad facilities was 
discussed May 1 before Commissioners Meyer and Woodlock upon 
the rival applications of the Grand Trunk system lines and the 
Pere Marquette for a certificate to construct new lines in that 
center of the automotive industry. Examiner Haskell C. Davis, 
in a proposed report, has recommended that the Grand Trunk, 
the city’s only trunk line carrier, be permitted to construct a 
belt line around that city. He has recommended that the ap- 
plication of the Pere Marquette to build into Pontiac from 
Wixom, Mich., and to construct a belt line be denied. 

Both applications, the city of Pontiac said, should be denied, 
and the case reopened for the better presentation of the. in- 
terests of the public. That suggestion was upheld by the attor- 
ney-general’s office speaking on behalf of the state of Michigan. 
They contend that the city depended upon the Pere Marquette 
to make representations that would uphold the interests of the 
city, but that instead of doing that it had indulged in a fight 
with the Grand Trunk for the right to build an exclusive belt 
line. The Pontiac suggestion now is for a belt line open to all, 
built jointly and operated jointly or alternately. 

Arguments were made in finance No. 6545, the application of 
the Pere Marquette to build an extension from Wixom to Pon- 
tiac with a belt line around Pontiac; and in finance No. 6547, 
the joint application of the Detroit, Grand Haven & Milwaukee, 
the main line of the Grand Trunk system at Pontiac, the Pon- 
tiac, Oxford & Northern and the Michigan Air Line, also Grand 
Trunk corporations, to construct a belt line around the city. 
Those participating in the discussion were W. K. Williams, for 
the Pere Marquette; Wilbur LaRoe, Jr., and G. H. Rogers, for 
the city of Pontiac; K. F. Clardy, for the attorney-general of 
Michigan; Royal T. McKenna, for the General: Motors Corpora- 
tion; H. R. Martin and Hal H. Smith for the Grand Trunk lines. 

The Perg Marquette, according to Mr. Williams, for years 
had been considering plans for entering Pontiac. No steps, he 
said, were taken by the Grand Trunk until after the Pere Mar- 
quette had filed its application. Then it asked permission to 
build a belt line around the city. 

Mr. LaRoe, just before the argument, filed a petition for 
reopening on the grounds that the public interest had not been 
sufficiently put forward at the hearing and that President Alfred 
of the Pere Marquette had changed his position. At the hear- 
ing, Pontiac charged that he had said that the Pere Marquette 
did not desire permission to build if the Grand Trunk was also 
given permission. 

“Not a dollar can be spent for improving the transportation 
facilities in this American city, with its hundreds of millions 
of investment in manufacturing plants, without the consent of 
the Canadian Parliament,” said Mr. LaRoe. “I have no patience 
with the William Hale Thompson philosophy, but I don’t believe 
it is intended by the law that an American city should be de- 
pendent upon a Canadian railroad controlled by a foreign gov- 
ernment. Both applications should be denied. The people of 
Pontiac believe the application of the Grand Trunk is intended 
to keep the Pere Marquette out of their city. The Grand Trunk 
did not move until after the Pere Marquette filed its application. 
Each of these railroads desires to ‘put something over on the 
other.’ This Commission should require joint construction.” 
He said that Sir Henry Thornton, in 1923, had promised the 
belt line, but that after the city had acquired the right-of-way 
he did not even answer letters on the subject. 

Mr. Martin explained the Grand Trunk proposition as one 
intended to enable the Grand Trunk to give more service, 
although the examiner had reported that it gave adequate and 
efficient service, by diverting the traffic now blocking the streets 
of the city around it, and serving the new General Motors Cor- 
poration plants, in which, Mr. McKenna said, the investment 
was more than $97,000,000. 

Mr. McKenna said that the General Motors Corporation 
desired the service of the Pere Marquette and said that no 
city should be denied competitive service where there was so 
great a volume of high-class traffic as already existed at Pontiac. 


ASKS CLAYTON LAW COMPLAINT 


The Business Protective Association of Baltimore has asked 
the Commission to lodge a Clayton anti-trust law complaint 
against the Baltimore & Ohio, Daniel Willard, its president, 
George: M. Shriver, its senior vice-president, and any other offi- 
cers deemed necessary, with a view to the issuance of an order 
requiring the Baltimore & Ohio to divest itself of its Western 
Maryland stock and cease exercising the operating control the 


petitioners claim it is now exercising. The petition is signed 


by W. M. McCormick, president of the association, and A. E. 
Beck and R. Contee Rose, counsel. 

After reciting that the Baltimore & Ohio, in the open market 
and from the alien property custodian and the Rockefeller in- 
terests had acquired 40 per cent of the stock of the Western 
Maryland, according to the belief of the petitioners, as well as 
options for enough shares to give it absolute control, the asso- 


THE TRAFFIC WORLD 





Vol. XLI, Ne. 18 


ciation alleges that the acquisition was not only a violation of 
paragraph 2, section 5, of the interstate commerce act, but 
contrary to section 7 of the Clayton act and in violation of 


sections 1 and 2 of the Sherman anti-trust act. The complaining 
association also asks for leave to intervene in the complaint 
when made. 

The association asserts that, inasmuch as the Baltimore & 
Ohio parallels the Western Maryland the acquisition will impair, 
if not completely destroy, competition. It asserts that the al- 
leged operating control exercised by the Baltimore & Ohio 
“makes of said the Western Maryland Railway Co. virtually 
a sidetrack of said the Baltimore & Ohio Railroad Co., destroy- 
ing its efficiency as a common carrier and one of a great na- 
tional system of railways.” The association declares that the 
acquisition.of operating control is not in the nature of a con- 
solidation of railways such as contemplated by the transporta- 
tion act and is not and cannot be “in harmony with and in 
furtherance of the complete plan of consolidation.” 


CLAYTON LAW COMPLAINT 


The Commission has permitted a large number of inter- 
ventions in No. 20672, sub No. 1, Interstate Commerce Commis- 
sion vs. Missouri-Kansas-Texas Railroad Company, the Clayton 
anti-trust law proceeding initiated by the Commission against 
the Katy on account of the things it did in taking steps in the 
so-called Loree southwestern merger, alleged -to be in violation 
of the anti-trust law. The interventions are by and on behalf 
of the following: Waco, Beaumont, Trinity & Sabine and R. C. 
Duff, Houston, Tex.; James P. Logan, R. A. Shivers, E. E. 
Stuckey, W. B. Johnson and F. H. Drunagel, constituting the 
Port Arthur Port Committee, Port Arthur, Tex.; J. Austin 
Barnes, mayor, and E. W. Gross, city commissioner of Beau- 
mont, Tex.; Geo. W. Brown, W. P. H. McFaddin, H. W. Gilbert 
and T. H. Nees, a committee representing an organization of 
citizens of Beaumont; the Polk County Chamber of Commerce, 
Livingston, Tex.; the Trinity Chamber of Commerce, Trinity, 
Tex.; the Groveton Chamber of Commerce, Groveton, Tex.; 
Waco Shippers’ Association, Waco, Tex.; Normangee Chamber 
of Commerce, Normangee, Tex.; G. C. Clegg and F. H. Hisey, 
Trinity, Tex., for committees representing the public interest 
and welfare at the towns of Corrigan, Weldon, Onalaska, Wood- 
lake, Colmesneil and Chester, Tex. 


LUMBER SHIPMENTS 


Lumber shipments the week ended April 28 reached a new 
high for the year, according to the weekly analysis of the Na- 
tional Lumber Manufacturers’ Association, based on telegraphic 
reports received from 775 of the leading softwood and hardwood 
mills of the country. Shipments for the week totaled 339,905, 
000 feet, as against 323,194,000 for the week before, when 746 
mills reported. Production amounted to 311,647,000 feet, a de- 
cline of approximately 11,000,000 feet from the preceding week, 
when a new high was established for this item. The combined 
order file for all mills, however, showed a sharp recession, as 
compared with the unusually high levels recorded within the 
last six weeks, indicating heavy purchases for spring operations. 

The 351 currently reporting softwood mills were responsible 
for the large increase in shipments, and at the same time ob- 
sorbed the decline in production and orders in the combined 
figures. All three items, however, are far in advance of those 
for the corresponding period of last year. There were 18 fewer 
softwood mills reporting for the week under review than for 
the preceding week. 

The hardwood branch of the industry was on a more even 
keel, the 424 reporting units showing a‘gain of slightly more 
than 1,000,000 feet in production and 3,700,000 feet in orders. 
Shipments were about steady, compared with the week before. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 000’s 
omitted: 


Corresponding Preceding Wk., 
Past Week Week, 1927 1928 (Revised) 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
Mills (or : 

Units*) ... 351 424 306 141 369 377 
Production ....260,053 51,594 189,042 12,245 272,173 50,441 
Shipments .....283,954 55,951 222,838 21,620 267,184 56,010 
Orders (New 

yee 260,297 56,788 219,233 24,460 294,665 53,086 





*A unit is 35,000 feet of daily production capacity. 


CENTRAL INDIANA OPERATION 


The Central Indiana Railway Company, which was author- 
ized by order of the Commission of March 29, 1927, to abandon 
its line in Indiana, has petitioned the Commission in Finance 
No. 5232, to modify the abandonment order so as to permit the 
applicant to continue to operate that part of its line between 
Anderson and Lebanon, Ind., to conclude, if possible, negotia- 
tions for sale to the C. C. C. & St. L. of lands and facilities at 
Muncie, Ind., and to abandon those portions of the line between 
Muncie and Anderson, and between Lebanon and Brazil, Ind. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West greg Ree St. Paul, Minn. 
Copyright, 1928, by West Pu 


lishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Florida, Division B.) Under the federal 
transportation act (49 USCA, sec. 71 et seq.; U. S. Comp. St., 
sec 10071%4a et seq.), in force in 1923, the liability of the initial 
carrier for loss, damage, or injury to property received for inter- 
state transportation is regulated by the “through bill of lading” 
that was issued or that should have been issued by the initial 
carrier; and, in the absence of special circumstances, the liability 
did not extend to loss, damage, or injury during transportation 
on reconsignment after safely reaching the destination named 
in the bill of lading.—Chase & Co. vs. Florida East Coast Ry. 
Co., 115 Southern Rep. 825. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REEGULATION OF COMMON CARRIERS 

(Supreme Court of New Jersey.) Board of public utility 
commissioners, in granting franchise under act April 6, 1921 
(P. L., p. 390), to operate bus line between certain points, had 
jurisdiction to impose as a condition to granting franchise that 
bus operator should not do any local business within certain 
cities, and that no through business should be conducted be- 
tween certain other cities, where service was already being fur- 
nished in and between such cities by another company.—Hunter 
vs. Board of Public Utility Commissioners, 141 Atlantic Reporter 
90. 

Condition imposed by board of public utility commissioners, 
in granting franchise to bus operator to operate busses, ex- 
cluding him from conducting through business between certain 
cities, held not unreasonable as against contention that bus 
operator, after pointing out fault in service already rendered 
between such points, had been sacrificed for carrier furnishing 
service, by board’s allowing it to correct inconvenience suffered 
by passengers, thereby preventing bus operator from carrying 
such passengers, since a carrier may improve its service though 
one therefor is pointed out by threatened competition.— 
Ibid. 

(Supreme Court, Appellate Division, First Department.) 
When parties to a contract of doubtful meaning enforce it for 
a long time by a consistent and uniform course of conduct, so 
as to give it a practical meaning, courts will treat it as having 
that meaning, even if as an original proposition they might have 
given it a different one.—Long Island Coach Co. vs. Hartford 
Accident & Indemnity Co., 227 N. Y. S. 633. 

Liability insurance policy is to be construed liberally in 
favor of insured and strictly as against the insurance company. 
—Ibid. 

Where liability insurance policy, issued under highway law, 
sec. 282-b, to company operating motor busses, recited that it 
was given to indemnify insured against loss from liability im- 
posed by law, and further provided that insurer’s liability is 
limited to $5,000 on judgments for personal injuries or death 
arising out of same transaction to be apportioned ratably among 
judgment creditors, held, that insured was entitled to recover from 
insurer amounts of judgments recovered against insured by pas- 
sengers injured in collision between two of its busses, as against 
insurer’s contention that it was not liable until all claims grow- 
ing out of the accident had been reduced to judgment-or out- 
lawed by statute of limitations.—Ibid. 

Provisions of highway law, sec. 282-b, that amount for which 
liability insurer of motor bus company is liable on judgments 
recovered against insured shall be apportioned ratably among 
insured’s judgment creditors according to amount of their re- 
spective judgments, held applicable only in case of insured’s 
bankruptcy or insolvency.—Ibid. 

(Supreme Court, Cayuga County.) The relation of master 
and servant exists between a grocery company and an auto 
delivery company, creating a liability for the negligence of 
the driver of one of the latter’s trucks, where the delivery 
company was organized solely for the purpose of delivering the 
g00ds of the grocery company, delivered for no one else, had 
the same office and an identity of officers; the driver reporting 
to branch stores and receiving orders for delivery from man- 
agers of the grocery company, and being paid bonuses by the 
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grocery company.—Steele vs. C. G. Meaker Co., Inc., 227 N. Y. S. 
644. 

(Supreme Court of Ohio.) It is a question of law for the 
court to determine what constitutes a common carrier; but it 
is a question of fact whether one charged as a common carrier 
is within that definitien, and is carrying on his business in that 
capacity.—Breuer vs. Public Utilities Commission of Ohio, 160 
N. E. Rep. 623. .~ 

One who transports merchandise in motor vehicles over the 
highways of this state for hire, and holds himself out to the 
public as being willing to serve the public indifferently to the 
limit of his capacity, is a “common carrier,” and subject to 
regulations as such, though in each instance he makes a written 
contract before transporting the merchandise, and refuses to 
carry for persons who are not responsible or who will not sign 
a written contract.—Ibid. 

(Supreme Court of Ohio.) The transportation act of Feb- 
ruary 28, 1920, does not make unification of rail transportation 
compulsory nor give power to the Interstate Commerce Com- 
mission to approve isolated consolidations until after the adop- 
tion of a complete plan of unification as provided in the act.— 
Snyder vs. New York, C. & St. L. R. Co., 160 N. E. Rep. 615. 

That act does not make provision for incorporation of rail 
transportation companies under federal authority, neither does 
it prohibit state agencies from effecting corporate organization 
of railroad companies engaged in interstate commerce.—Ibid. 

Pending the adoption of a complete plan as provided by 
section 5 of the act, railroad companies operating in interstate 
commerce are not prohibited from entering into a consolidation 
agreement and incorporating in the state of Ohio pursuant to © 
such agreement, provided such agreement does not violate state 
or federal anti-trust laws.—lIbid. 

(Supreme Court of Nebraska.) Under our Constitution and 
statutes, telephone companies are “common carriers.”—Farmers’ 
& Merchants’ Telephone Co. of Alma vs. Orleans Community 
Club of Orleans, 218 N. W. Rep. 583. 

Telephone companies operating in this state are subject to 
all reasonable orders of the state railway commission, entered 
upon hearings duly and legally had, as to rates to be charged 
and time and manner of service to be rendered; and such orders 
will not be disturbed unless clearly wrong.—lIbid. 

Evidence examined, and found sufficient to sustain the find- 
ings and order of the state railway commission as to conditions 
involved, the rate established, and the necessity for the service 
sought.— Ibid. 

(District Court of Appeals, First District, Division 1, Cali- 
fornia.) Provisions of motor vehicle act (St. 1923, 517, as 
amended) rendering it unlawful for driver of vehicle equipped 
with other than pneumatic tires to drive it at speed greater than 
10 miles an hour, where gross weight of vehicle and load is over 
22,00 pounds, was not solely for protection of roadbed, but was 
a part of general scheme to promote safety of public, including 
other traffic as well as protection of roadbed.—Rosander vs. 
Market St. Ry. Co., 265 Pac. Rep. 541. 

(Court of Appeals of Kentucky.) Under Ky. St. Supp. 1926, 
sec. 2739j3, certificate of public necessity and convenience held 
properly refused for proposed bus line between Bardstown and 
Louisville, in view of existing service, where proposed line would 
establish hourly schedule instead of existing two-hour schedule. 
—Barnes vs. Consolidated Coach Corporation, 3 S. W. Rep. 
(2d) 1087. 

State commissioner of motor transportation has discretion 
in passing on application for permit to operate bus lines, and 
his judgment, when approved by circuit court, will not be dis- 
turbed by Court of Appeals unless against the weight of the 
evidence.— Ibid. 

(District Court, W. D., Louisiana, Lake Charles Division.) 
Where there is no published through rate, a combination of the 
lowest intermediate rates applicable to the shipment should be 
applied.—Davis, Agent, vs. Kelly-Weber & Co., Ltd., 24 Fed. Rep. 
(2d) 708. . 

That a through interstate rate on carload lots had been can- 
celed, held not to justify application of a local rate for less- 
than-carloads to interstate carload shipments.—Ibid. 


Dx 





Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, Beer ey by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 


(Circuit Court of Appeals, Fifth Circuit.) Memorandum 
made by agent of steamship company, acknowledging receipt 
of cots for shipment, held sufficient acknowledgment of receipt 
to show that such company’s liability as common carrier had 
begun.—Luckenbach §S. S. Co., Inc., vs. American Mills Co., 24 
Fed. Rep. (2d) 704. 

Where steamship company received cots for shipment, part 
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of which were destroyed by fire before being loaded on ship, 
its liability as carrier, in absence of agreement, was not that 
of insurer, but there was implied understanding, arising from 
common business experience, that carrier would issue customary 
bill of lading prescribing liability.—Ibid. 

Shipper is presumed to know law, and therefore must know 
that terms and conditions on which goods are received and 
transported by carrier will be contained in bill of lading to Be 
issued later.—lIbid. 

(District Court, E. D., New York.) Contemplated voyage at 
time of shipment can be shown by extrinsic evidence, and car- 
rier’s advertisements may be shown to determine contemplated 
voyage.—General Hide & Skin Corporation vs. United States, 
24 Fed. Rep. (2d) 736. 

Ship, having exercised option of proceeding by. one of two 
routes and commenced her voyage, was bound to proceed on 
the course she had selected.—Ibid. 

Owner of ship, breaking its warranty not to deviate from 
route, became insurer of cargo, and liable for all damages occa- 
sioned to consignee.—Ibid. 

Shipper is bound by custom relative to usual route between 
points, whether it had knowledge thereof or not.—Ibid. 

Change of course from route via Panama Canal to via Suez 
Canal, after commencement of voyage via former route, neces- 
sitating traveling greater number of miles and consuming longer 
period of time, held to constitute “deviation.”—Ibid. 

Shipper’s letter to owner’s agent, admitting right under bill 
of lading to change course, held immaterial as to right to dam- 
ages because of deviation, as simply showing that writer of letter 
put a wrong legal cormstruction on obligation of ship.—Ibid. 

Measure of damages for unauthorized deviation from route 
constitutes difference between actual value of shipment when 
it arrived, and what it would have been worth if it arrived on 
an ordinary voyage as routed.—Ibid. . 

(Circuit Court of Appeals, Second Circuit.) In proceedings 
for limitation of liability, rule 11, sec. 16, of the Rules of and 
Regulations of the. Board of Inspectors of the Great Lakes, 
applying only to cases where a cargo was in danger from water, 
held inappropriate, where the ship required no such protection, 
in that the cargo itself consisted of a mixture of sand and water, 
and only protection necessary was from heavy seas.—In re 
Gravel Products Corporation. Ex parte Logan, 24 Fed. Rep. (2d) 
702. j 
“Seaworthiness” involves no more than reasonable fitness 
for purpose of voyage.—Ibid. 

Owners held not liable, on ground of unseaworthiness, for 
loss resulting from storm of most unusual violence, resulting 
in leak in vessel beyond control after shifting of cargo.—Ibid. 

(Circuit Court of Appeals, Second Circuit.)**Where both 
vessels privately owned are at fault in a collision, colliding 
vessel is responsible in full to cargo owners of carrying vessel, 
with due regard for provisions of the Harter act (46 USCA, 
sec. 190-195; Comp. St., secs. 8029-8035), but colliding vessel 
may recoup one-half of amount from one-half of amount of dam- 
ages to the carrying vessel.—In re United States Steel Products 
Co., 24 Fed. Rep. (2d) 657. 

Where owner of vessel which collided wih another files 
petition for limitation of liability, which is contested by owner 
of other vessel, intervention by cargo owner of one vessel is 
proper remedy, where both vessels are privately owned.—Ibid. 

The sum awarded or to be awarded as value of vessel sink- 
ing after a collision is the res, and is a substitute for the vessel; 
and before such res should be paid over to owner of vessel, just 
claims against it must be paid.—lIbid. 

United States, by filing claim for value of government vessel 
sinking after collision, takes position of a private suitor, and 
asks that justice be done regarding subject-matter, which was 
the collision.—Ibid. 

United States, by filing claim for value of vessel sunk in 
collision, takes position of private litigant, and as recovery 
would be a substitute for the vessel, and the res thus created 
be subject to maritime lien of cargo damaged, recovery of 
United States should be dealt with, with full regard to maritime 
liens of cargo owners.—Ibid. 

Where, in collision between privately owned and govern- 
ment vessels, latter sank, and owner of privately owned vessel 
filed petition for limitation of liability, whereupon the United 
States filed claim for recovery of value of government vessel, 
both vessels being at fault, held, that cargo owners of privately 
owned vessel have a lien on recovery of United States and are 
entitled to intervene.—lIbid. 

Where petition by cargo owners for intervention in claim 
by United States for recovery of value of government vessel 
sunk in collision was not brought pursuant to the public vessels 
act of 1925 (46 USCA, secs. 781-790; Comp. St., secs. 1251%-1 to 
1251%-10), such’ act did not apply, since it does not provide an 
exclusive remedy.—Ibid. 


« LOAD LINES FOR U. S. SHIPS 
The Senate has passed S. 1781, the bill reported by the 
commerce committee, providing for establishment of load lines 
for American vessels. Senator Jones, of Washington, said the 
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bill dealt only with ships in foreign trade and not with ships 
in the coastwise trade. He said the purpose of the measure was 
to provide for the placing of a load line on vessels of over 250 
tons. Authorities in foreign countries, he said, had threatened 
to exclude American ships from their ports unless the United 
States conformed to their load-line laws. The administration 
of the proposed law, if finally approved, will be in the hands 
of the Secretary of Commerce. 


OCEAN FREIGHT RATES 


The Traffic World New York Bureau 


The number of vessels available for full cargoes in the last 
week, coincident with the usual dearth of shipments, gave the 
charter market a weaker aspect. Shipowners made an effort to 
raise the rate level but this move was met either with a with- 
drawal of bids or undercutting from other owners, with the 
result that rates generally showed a moderate decline. The 
principal factor working against owners of full cargo ships is 
the volume of space available of regular liners, which can afford 


to take grain at approximately ballast rates and at figures well- 


below those acceptable for full cargoes. 

Among the recent fixtures for heavy grain have been ves- 
sels from Montreal at 12c a 100 pounds to Antwerp or Rotter- 
dam, 13c to Hamburg or Bremen, 14%e to Danzig, for middle 
May loading; and 15%c for the West Coast of Italy. Additional 
vessel space is being offered at equivalent figures but without 
any considerable volume of business. Coal rates are approxi- 
mately unchanged, with quotations at $3.10 a ton to Rio; $3.20 
to Santos, $3.15 to the River Plate, and $2.40 to West Italy, for 
May-June loading. Gulf lumber shippers have paid $14.60 a 
1,000 feet to the River Plate. The West Indies time charter 
is quiet with a tendency toward lower rates. 

Prevailing heavy grain rates for shipment from Montreal 
are about as follows: 2s 6d per quarter to the United Kingdom 
for May loading, 2s 74%4d for June loading; 12c for Antwerp, 
Rotterdam; 12% to 13c for Hamburg and Bremen; 15%c for 
the Mediterranean. 

Reports of continued congestion at Puerto Colombia are 
denied by the Colombian Line, which states that. recent strikes 
there have been settled and no delay in discharging exists at 
present. 

The following changes in conference rates are reported: 
West Coast Italy (Genoa, Naples and Leghorn). 

New rates: Barks, roots and leaves, $35 and $32 per ton 
of 2,240 lbs. on passenger and freight steamers, respectively; 
charcoal carbon, in bags or fibre containers, $30 and $27.50 per 
ton of 2,240 lbs. on passenger and freight steamers, respectively; 
iron shot, in bags, $11.50 and $10.50 per ton of 2,240 Ibs. on 
passenger and freight steamers, respectively; castings and forg- 
ings, rough, $15 and $14 per ton of 2,240 lbs. on passenger and 
freight steamers, respectively; castings and forgings, rough, in 
cases, $23 and $21 per ton of 2,240 lbs. on passenger and freight 
steamers, respectively; dried milk, in cans, in cases and in 
barrels, $23 and $21 per ton of 2,240 Ibs. on passenger and 
freight steamers, respectively. 

The following new rates to base ports, i. e., Pirzeus, Salonika, 
Constantinople, Alexandria, Constanza, Jaffa and Beirut: Cot- 
ton, standard bales, 90c per 100 lbs.; cotton, high density bales, 
75c per 100 lbs.; shingles, wooden, in bundles, $20-per ton of 
2,240 lbs.; engines, gasoline or kerosene, not agricultural, $18 
per ton of 2,240 lbs. or 40 cu. ft. ship’s option. 


The Adriatic, Black Sea and Levant and West Coast of Italy 
conferences have each passed a resolution to the effect that in 
future ocean bills of lading will be claused “Freight payable at 
New York, Baltimore, etc. (or_port of exit)” instead of “Freight 
prepaid” as heretofore. It is the contention that this is a pro- 
tection to steamship companies when bills of lading are de- 
livered to shippers against “due bills,” freight charges not 
actually having been paid. We understand bills of lading so 
claused are acceptable to banks as prepaid bills of lading and 
that this practice will, no doubt, be adopted in the near future 
by the United Kingdom and other conferences. 


Rate changes to Montevideo and Buenos Aires: Rubber 
tire repair kits, first class, $20 and $22 per ton of 2,240 lbs. or 
40 cu. ft. ship’s option on freight and passenger steamers, re- 
spectively; rubber cement, reduced from double first class to 
first class rate of $20 and $22 per ton of 2,240 lbs. or 40 cu. ft. 
ship’s option on freight. and passenger steamers, respectively; 
radiators, heating, third class rate of $14.50 and $16 per ton of 
2,240 lbs. or 40 cu. ft. ship’s option on freight and passenger 
steamers, respectively. 

Effective April 18, Uruguay granted a 5 per cent reduction 
in duty on imported unassembled automobiles and trucks. Only 
automobiles and motor trucks brought in with merely the power 
plant transmissions and chassis assemblages made and the 
bodies unpainted and upholstered are intended to be covered 
by this decree. 

The following rate changes were made to Rio de Janeiro 
and Santos, per ton of 2,240 lbs. or 40 cu. ft. ship’s option: 
Fire extinguishers, empty, on wheels, iron or steel, not power, 
fourth class: Rio de Janeiro, passenger steamers, $14.50; 
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freight steamers, $13; Santos, passenger steamers, $15.50; 
freight steamers, $14. Radiators, heating, third class: Rio de 
Janeiro, passenger steamers, $17; freight steamers, $15.50; 
Santos, passenger steamers, $18; freight steamers, $16. Food 
choppers, third class: Rio de Janeiro, passenger steamers, $17; 
freight steamers, $15.50; Santos, passenger steamers, $18; 
freight steamers, $16. 

Two vital issues affecting the Panama Canal trade and a 
number of corollary matters are involved in the proposed ap- 
plications of the Illinois Central Railroad for joint’ rail and 
water rates from Illinois and Indiana, St. Louis, and five cities 
in Kentucky, to the California ports, in conjunction with the 
Redwood Line, Inc., via the Panama Canal. 

The most important angle is that of joint railroad water 
rates and the possible interjections, thereby, of I. C. C. control 
of Panama Canal tariffs in whole or in part. While shippers 
have in the past attempted unsuccessfully to secure joint rates, 
this is understood to be the first motion of this kind to come 
from a railroad with the sanction of a water carrier. Thus it 
comes before the I. C. C. on a new basis. 

Underlying the whole situation is the competition between 
the North Atlantic and the Gulf Lines for the Pacific Coast 
traffic originating in the Middle West. This is the issue upon 
which the Gulf Intercoastal Conference split a few weeks ago, 
the Redwood Line withdrawing on the contention that the other 
three lines would not institute rates to attract the mid-west 
traffic to the Gulf, as originally agreed; the Redwood Line claims. 
Not only the North Atlantic and Gulf Lines, but innumerable 
railroad territorially and shipping interests are involved in this 
matter. 

The proposed tariff quotes joint water and rail rates, includ- 
ing terminal charges, through to the California ports on the 
following commodities: iron and steel articles, canned goods, 
lye and soap. The base on iron and steel would be 61 cents, 
representing a reduction of a few cents. Canned goods of all 
kinds would be quoted at 85 cents, against a combination of 
locals of 68 cents and 45 cents, plus terminal charges, at present. 
This rate would increase the competition of Middle Western 
packers in some lines of canned goods in the Pacific Coast ter- 
ritory. It also compares with a combination cost of $1.05 on 
eastbound canned goods into Middle West territory. The Can- 
ners’ League of California will consider the situation at its 
meeting next week and is expected to formulate a plan of 
opposition. 

The proposed through rate on lye and soap is 60 cents. 

Against the tariff will probably be arrayed most of the 
intercoastal lines and a number of the Eastern railroads. 

The Interstate Commerce Commission has ordered the rail 
lines to place the class rates applying between points in Cali- 
fornia and Arizona on a mileage basis. The new rates are ex- 
pected to be lower between Arizona and southern California 
ports, thus stimulating the water shipment of Arizona products. 
The change will become effective in about three months. 

The canned goods rate from Pacific ports to Porto Rico has 
been the subject of reductions by the direct services of the 
Munson-McCormick Line and the transshipment services via 
the Atlantic coast. A reduction of the 90 cent rate to 80 cents 
by the direct line was followed by a reduction of the trans- 
shipment rate from 95 cents to 75 cents. The Munson-McCor- 
mick Line later met the 75 cent rate. 


SPLIT DELIVERY CASE 


The Associated Jobbers of Los Angeles, complainant in No. 
45, the so-called split delivery case pending before the Shipping 
Board, has filed with the board its reply brief on the motion 
to dismiss the complaint made by the Argonaut Steamship Line. 
R. S. Sawyer, traffic manager of Associated Jobbers and Manu- 
factturers, the organization formerly called the Associated 
Jobbers of Los Angeles, in the reply brief takes up each point 
raised by the Argonaut Line. (See Traffic World, March 24, 
p. 729.) 

With respect to the question of the Associated Jobbers of 
Los Angeles being a proper complainant, Mr. Sawyer said the 
shipping act of 1916 defined the term person as including “cor- 
porations, partnerships, and associations, existing under or au- 
thorized by the laws of the United States, or any state, ter- 
ritory, district, or possession thereof, or any foreign country.” 


Bouvier’s law dictionary, said he, described an “association” as 
follows: 





In the United States this term is used to signify a body of persons 
united without a charter, but upon the method and forms used by 
incorporated bodies for the prosecution of some enterprise. 


“This correctly describes your complainant,” said Mr. Saw- 
yer, adding, after further argument on this point, that the 
board must find the plaintiff “a proper party complainant under 
the provisions of the act, and that its pleading is a good and 
sufficient complaint under section 22 thereof.” 

Continuing, the reply brief asserted that there was sound 
legal precedent whereby, under the shipping act, interveners 


might be authorized or permitted to file complaints in original 
cause. 
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The complainant said that “respondent’s statement that the 
granting of the more arduous and expensive service of split 
delivering at the carload rate does not unduly or unreasonably 
prefer nor, by comparison, demonstrate that the same rate 
applied to straight carloads is unreasonable and excessive,” had 
no place in a brief on motion, “for it is a question of fact, not 
law.” 

“We have heretofore borne patiently with the seeming 
ignorance of counsel for respondent,” said the complainant, “for 
commerce law is a field by itself, little understood by the gen- 
eral practitioner, but when learned counsel deliberately confuse 
a question of fact and law, we can arrive at no other conclusion 
than that they are knowingly undertaking to mislead this hon- 
orable board to the end that it will put off the day it must come 
to trial. If respondent desires to traverse the allegations of 
the complaint, it is wasting your time and delaying justice due 
your complainant when it clutters the pages of a brief on mo- 
tion with a plea that it reserves the right to later put forward 
in its answer. The point raised can have no other purpose than 
unnecessary delay, and should be so considered.” 

Complainant said respondent erred in its statement that 
whether or not split deliveries constituted a violation of the 
act was a matter for the ultimate determination of the courts. 
On that point, it said, in part: 


Congress, paramount in the field of commerce by reason of the 
commerce clause of the constitution, has delegated that part of its 
regulatory power touching transportation by water, and the rates, 
fares, charges, classifications, tariffs, regulations and practices ap- 
pertaining thereto, to this honorable board. Whether split deliveries 
constitutes a violation of the act by which you are invested with 
that power is a question of fact to be determined by you upon due 
evidence. Having so determined, no court in the land has the power, 
paar or ultimate, to make a finding of fact upon the issues pre- 
sented. 


Complainant said the shipping act was not an unconstitu- 
tional combination, either in itself or in the powers conferred, 
of legislative, administrative and judicial functions. 

“Though your honors,” it continued, “in performing the 
regulatory duties Congress has imposed, act like a court in 
awarding reparation, or like a legislative body in fixing maximum 
rates for the future, by no logical reasoning can you be con- 
strued as usurping the whole power of either the legislative or 
the judiciary.” 

Quoting from Interstate Commerce Commission vs. Brimson, 
154 U. S. 447, complainant said: 


“The constitution expressly confers upon Congress the power to 
regulate commerce with foreign nations, among the several states, 
and with the Indian tribes, and to make all laws necessary and 
proper for carrying that power into execution. * * (P. 470.) It is 
a settled principle of constitutional law that ‘the government which 
has a right to do an act, and has imposed on it the duty of per- 
forming that act, must, according to the dictates of reason, be allowed 
to select the means. * 4 Wheat. 316, 409. The test of the 
power of Congress is not- the yO Bs. of the courts that particular 
means are not the best that could have been employed to effect the 
end contemplated by the legislative department. The judiciary can 
only inquire whether the means devised in the execution of a power 
granted are forbidden by the constitution. * * * An adjudication 
that Congress could not establish an administrative body with au- 
thority to investigate the subject of interstate commerce and with 
power to call witnesses before it, and to require the production of 
books, documents, and papers relating to that subject, would go far 
towards defeating the object for which the people ‘of the United 
Sates PT commerce among the states under national control.’’ 

Pp - 

Duly clothed with these powers by constituted authority, your 
onorable board has no option, with a sufficient complaint duly filed, 
ut to take jurisdiction, enter upon an investigation of the subject- 

matter and, after full hearing, make such order, or orders, as the 
evidence adduced justifies. Even though you had not these sure prece- 
dents to uphold your hands, you could not, upon points raised by this 
respondent, refuse to act, for you are the agent of Congress in the 
regulation of water-borne commerce, and it is a well-known principle 
of law that the agent may not impeach the authority of its principal. 

Upon these grounds, your complainant respectfully moves that 
the demurrer to jurisdiction of respondent be dismissed and that this 

honorable board set the matters in issue for due hearing. 


COOLIDGE ON MARINE BILL 


President Coolidge believes that the provision in the Jones- 
White merchant marine bill requiring the vote of five of the 
seven members for sale of ships or lines of ships is unwise. 
He is understood to feel that such a provision would make a 
majority out of a minority and be contrary to established pro- 
cedure in this country with respect to the majority controlling. 

« The Jones bill, as it passed the Senate, required that the 
entire membership of the board would have to vote in the 
affirmative before a ship could be sold. The President is ap- 
posed to such a provision. The modification made by the House 
committee on merchant marine and fisheries, in the opinion 
of the President, simply would make the decision of three mem- 
bers of the board controlling instead of one member, as would 
be the case if the Senate provision were adopted. 

With reference to provisions in the Jones-White bill for 
remodeling and improvement of vessels, the President under- 
stands the board now has authority to remodel vessels, but he 
does not think that very much money should be spent by the 
board for such purposes. 

Disapproval by the Shipping Board of the proposal of the 
Transoceanic Corporation to build, with the aid of government 
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ship construction fund loans, fast trans-Atlantic liners, will not 
affect action by Congress on the Jones-White merchant marine 
bill, according to Chairman White, of the House committee on 
merchant marine and fisheries. : 

“The legislation was framed without consideration for the 
Transoceanic Corporation’s proposal or any other particular 
proposition,” said Chairman White. “The House amendment 
to the Jones bill is general, and was drawn to fit what the mem- 
bers of the committee regard as necessary for upbuilding an 
American merchant marine.” ‘ 

Representative Monast, of Maine, expressed a similar opin- 
ion. He said some members of the Shipping Board were preju- 
diced against the Transoceanic proposal, although he was con- 
cinved that the plan was feasible. 

‘Lawrence R. Wilder, representing the Transoceanic Cor- 
poration, said the company intended to go forward with its 
plans and that when the Jones-White bill was enacted into law, 
it would be ready to satisfy any proper department of the gov- 
ernment as to the ability of the company to carry out its part 
of the plan when application for a loan was made. 

The Jones-White bill provides for a ship construction loan 
fund of $250,000,000. The Transoceanic proposal contemplates 
that a loan of slightly less than $100,000,000 from the govern- 
ment be obtained. 


OCEAN AGREEMENTS APPROVED 


The following agreements, filed in compliance with the 
provisions of section 15 of the shipping act, were approved by 
the Shipping Board May 1: 


An agreement modifying Pacific westbound conference agreement, 
which changes sections 6 and 7 of the Pacific westbound conference 
agreement on file and approved by the board June 26, 1923. Section 
6 of the agreement on file provides for not less than four annual meet- 
ings of the conference, whereas the section as modified provides for 
not less than: three such mgetings. Section 7 of the present agreement 
provides for the designation of a chairman, or in his absence, of a 
vice-chairman to preside over the conference for a period of six 
months, while as modified the period for which they are to preside 
is to be as agreed upon. 

An agreement of the Hamburg American Line, Woermann Line 
and associated companies, together with the Holland-America Line 
and Holland-West Afrika Lijn, operating transhipment services be- 
tween New York and West Africa, agree with the American-West 
African Line and Elder, Dempster & Co., Ltd., operating direct serv- 
ices between New York and West Africa, that the rates on tran- 
shipped cargo shall be direct line rates. As respects cargo from the 
United States, any party may withdraw from the agreement by serv- 
ing written notice; and as to cargo in the reverse direction, ten days’ 
written notice of withdrawal is provided for. 

An agreement between carriers comprising the membership of 
the Philippines-Europe conference. Under this agreement the carriers 
are to maintain freight rates arrived at by majority vote on cargo 
(except coal and explosives) from Europe to the Philippine Islands 
and on cargo (except sugar) from the Philippines to Europe. Admis- 
_ sion to membership of any reputable carrier operating regularly in 
the trade is provided for, and any member may withdraw by giving 
reasonable notice. The conference is primarily concerned with direct 
traffic, but is designed to also control as between its members through 
rates on Philippine traffic via any calling port of any of such members, 
provided adequate service from or to such calling port exists. It is 
therefore to be observed that Philippine traffic destined to or originat- 
ing at other than European ports is within the scope of the agree- 
ment. 

An agreement of the Panama Mail Steamship Company with the 
Los Angeles Steamship Company and the Pacific Steamship Company, 
which provides for movement of traffic on through bills of lading to 
and from San Diego, Calif., transhipment Los Angeles Harbor, in 
connection with the various sérvices operated by the Panama Mail 
Steamship Company. (1) On traffic destined to San Diego, the through 
rate under the agreement is to be the local rate of the Panama 
Mail from point of origin to Los Angeles plus coastwise line’s rate 
of 25 cents per 100 pounds or 12% cents per cubic foot, minimum 
charges 75 cents. The Panama Mail is to absorb a transfer charge 
of $1 per ton at Los Angeles Harbor, while Los Angeles Harbor and 
San Diego wharfage charges are to be absorbed by the coastwise 
carrier. (2) On traffic from San Diego the through rate is to be the 
« local rate of the coastwise line from San Diego to Los Angeles Har- 
bor plus the Panama Mail local. On shipments on which the Panama 
Maii’s local rate is 59 cents or less per 100 pounds, the coastwise 
lines’ local rate will be 174% cents per 100 pounds and when the Pana- 
ma Mail’s local rate is 60 cents or more per 100 pounds the coast- 
wise lines’ local rate will be 25 cents per 100 pounds. On shipments 
on which the rate is assessed on a measurement basis, the coastwise 
line’s proportion will be computed at the rate of $5 per ton of 40 
cubic feet, with minimum charge of 75 cents. Wharfage and handling 
charges at San Diego are to be in addition to the through rate; while 
wharfage and handling charges on the docks of the coastwise lines 
at Los Angeles Harbor. and cost of transfer to the dock of the Pana- 
ma Mail are to be absorbed by the coastwise lines. The Panama 
Mail is to absorb the wharfage and handling charges on its own 
dock at Los Angeles Harbor. 


PITTSBURGH STEEL PROTESTS 


Pittsburgh steelmakers have asked for the suspension of 
Illinois Central I. C. C. A-13014, effective May 31, which proposes 
the establishment of rates on iron and steel articles from Chi- 
cago to the Pacific coast, via New Orleans. The Redwood Line, 
Inc., steamers are to be the carriers beyond New Orleans. 
Rates range from 61 to 86 cents. 

The Central Tube Company, Pittsburgh, said it wished defi- 
nitely to go on record as being vigorously opposed to the tariff 
“which we consider vicious and ask the support of your hon- 
orable body in seeing that it is definitely suspended.” The tube 
company said that the proposed adjustment appeared to it to be a 
case of rank discrimination and a deliberate attempt to divert 
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Pacific eoast business from the Pittsburgh district to other 
sections not so favorably situated. The company further said 
that it felt sure that after a thorough study of the tariff it 
would be apparent that the motives that inspired this proposition 
were sinister and that it being such it should be “suppressed.” 

The Pittsburgh-Des Moines Co., Coraopolis, Pa., sent to the 
Commission a copy of a letter it had sent to G. H. Ingalls, 
American Railway Association, division 3, asking that he use 
his good offices to prevail upon the Illinois Central to withdraw 
its proposal. 

The Pittsburgh Steel Co. said it felt that the Chicago to 
New Orleans rate should not be less than the domestic rate of 
55 cents. That company pointed out that the proposed adjust- 
ment would bring the charge by the Illinois Central 8.5 cents 
below the existing export rate of 39.5 cents from Chicago to 
New Orleans. It said that it thought the reduction of 8.5 cents 
was going beyond all limits. 

The Pittsburgh protestants called attention to the fact that 
on business going to the Pacific coast through the canal they 
paid a local rate of 31 cents to Baltimore, for a haul of 312 
miles, while the haul from Chicago to New Orleans before the 
traffic reached the water was 921 miles; that is, that the Illinois 
—— was proposing to accept 31 cents for a haul of that 
distance. : 


Eastern railroads, members of the Central Freight Associa- 
tion, Trunk Line Association and New England Freight Asso- 
ciation, in asking for the suspension of the Illinois Central tariff, 
said that the equalization proposed in the tariff of that carrier 
contained an inherent injustice in that the purpose was to de- 
prive the communities and carriers nearer to the north Atlantic 
ports of traffic and to favor shippers in Chicago. They said 
that to jeopardize the already insufficient revenues of the rail 
carriers by the creation of new and unreasonable competitive 


“ehannels of service, aggravated as it would almost necessarily 


be, by an ensuing rate war, in the judgment of the eastern roads, 
would not be in the public interest and would ultimately result 
in breaking down the efficiency of transportation both by rail 
and water. They contended that that would be in disregard 
of the provisions of section 500 of the transportation act. 


Saying that it viewed with alarm the action of the Illinois 
Central, the Union Drawn Steel Co., Beaver Falls, Pa., asked 
for the suspension of that carrier’s tariff. The company said 
that the Pittsburgh district should not be deprived of its nat- 
ural geographic position in respect of shipments via north At- 
lantic ports and through the canal. 


The Baltimore Association of Commerce said the establish- 
ment of the proposed rates would tend to attract traffic from 
eastern seaboard points and from the routes through the port 
of Baltimore, thus injuriously affecting the shipping of that port. 
Any appreciable loss of tonnage, the association said, would 
affect the prosperity of the intercoastal lines operating from 
Baltimore, contrary to the intent of section 500 of the trans- 
portation act. 


No explanation of the plan of the Illinois Central was sub- 
mitted at the time it filed its tariff. The Commission, when the 
request for suspension of the Baltimore Association of Com- 
merce was received, asked F. H. Law, general freight agent 
of the Illinois Central at Chicago, to send to it such consid- 
erations as he deemed desirable in support of the tariff filed 
by his company. The request was for an immediate answer. 


OVER NIGHT WATER RICE RATES 


Asserting that the Commission’s order of April 2, 1928, in 
No. 6606, application of the Southern Pacific to retain its steam- 
ship line, authorizing the Southern Pacific to change rates of 
the Southern Pacific-Atlantic Steamship Lines on not less than 
one day’s notice, is in direct violation of the “act to regulate 
commerce,” the Lake Charles Rice Milling Company of Louis- 
iana, has asked the Commission to revoke that order. The 
order supplements that permitting the railroad company to 
operate its ships. In addition the rice milling company asks 
the Commission to revoke any other of its orders that may be 
in violation of the act. 


The permission to make “over night” rates, the rice com- 
pany declares, is merely allowing the Southern Pacific steam- 
ship lines to defeat. the through rates, from interior points, to 
the Atlantic seaboard, which are lawfully filed rates that can- 
not be changed “over night.” The petition alleges that such 
changes create fourth section violations and disrupt relation- 
ships “in direct violation of the Commission’s orders.” 

The rice company asserts that the steamship line situation, 
Atlantic-gulf, has never been free to open competition: The 
order of April 2, it declares, would permit the rice mills at 
Houston, Galveston and New Orleans to enjoy “over night” 
rates that would eliminate the interior rice mills, such as the 
petitioner, from one of their best consuming markets. It asks 
not only for the revocation of the order but an order requiring 
the Southern Pacific rail lines to establish joint rates between 
gulf and Atlantic ports, so as to allow free and unrestricted 
competition. 
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THE BULL DOG 
Merchandise 
Akron to Seaboard Cities 


FLYING CLOUD 
Merchandise 


Buffalo to Pittsburgh 


THE BISON 
Live Stock— Perishable 
Buffalo to Seaboard Cities 


THE CRACKAJACK 
Merchandise 
Buffalo to Seaboard Cities 


MAN O’WAR 
Live Stock 
Chicago to Seaboard Cities 


THE PACKER 
Perishable Freight 
Chicago to Seaboard Cities 


THE MERCURY 
Merchandise 
Chicago to Seaboard Cities 


THE SALESMAN 
Merchandise 
Chicago to Buffalo 


THE MASCOT 
Merchandise 
Chicago to Pittsburgh 


THE RELIABLE 
Perishable —Merchandise 
Chicago to Coiumbus 


THE VIRGINIAN 
Perishable —Merchandise 


Chicago to Columbus 


THE DERBY 
Perishable —Merchandise 


Chicago to Indianapolis 


THE COLONEL 
Perishable —Merchandise 
Chicago to Louisville 


THE INVINCIBLE 
Perishable —Merchandise 
Chicago to Cincinnati 


SPARK PLUG 
Live Stock —Perishable 


Cincinnati to Pittsburgh 
and Seaboard Cities 


THE CINCINNATUS 
Merchandise 
Cincinnati to Seaboard 
Cities 


THE CAPTIVATOR 
Merchandise 
Cincinnati to Columbus 


THE STRAITS 
Perishable—Merchandise 
Cincinnati to Detroit 


THE FOREST CITY 
Perishable—Merchandise 
Cincinnati to Cleveland 
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THE EAGLE 
Perishable —Merchandise 
Cleveland to Seaboard Cities 


THE GAS WAGON 
Merchandise 
Detroit to Seaboard Cities 


THE GREYHOUND 
Live Stock 


St. Louis to Seaboard 
Cities 


UNCLE SAM 
Perishable Freight 


St. Louis to Seaboard 
Cities 


THE CORNUCOPIA 
Merchandise 
Buffalo to Seaboard Cities 


THE ORIOLE 
Perishable Freight 
(From Southern States) 


Washington to New York 


UNCLE REMUS 
Perishable Freight 
(From Southern States) 


Washington to Boston 
THE ACCELERATOR 


Merchandise 
Toledo to Pittsburgh 


‘The Limiteds 
of the Freight Service’ 


9 


Many shippers throughout America are 
benefiting from the regular, dependable 
on time performances of these 60 named 
Pennsylvania freight trains. 


They constitute a fleet of busy carriers 
whose importance in the industrial and 
commercial life of the nation can hardly 


be exaggerated. 


THE ECLIPSE 
Merchandise 
St. Louis to Seaboard 
Cities 


THE TRAILBLAZER 
Merchandise 
St. Louis to Pittsburgh 


THE THOROUGHBRED 
Live Stock 


Indianapolis to Pittsburgh 
and Seaboard Cities 


THE CAT BIRD 
Perishable—Merchandise 


Norfolk to New York 


THE PREMIER 
Live Stock 


Pittsburgh to Seaboard 
Cities. 


THE IRON MASTER 
Merchandise 
Pittsburgh to New York 


THE CHAMPION 
Perishable—Merchandise 
Pittsburgh to Wilkes-Barre 





THE ROCKET 
Perishable —Merchandise 


Seaboard Cities to 
Cincinnati 


THE BIG SMOKE 
Merchandise 
Columbus to Chicago 


LIGHTFOOT 
Perishable Freight 


Columbus to Chicago 


THE VALET 
Perishable —Merchandise 
Seaboard Cities to Louisville 


THE MIAMI 
Merchandise 


Detroit to Cincinnati 


THE PURPLE EMPEROR 
Perishable— Merchana:. 
(From Southern States) 


Washington to Buffalo 


THE NORTH STAR 
Perishable —Merchandisc 


Pittsburgh to Buffalo 


THE WHITE MOTH 
Perishable —Merchandise 
Seaboard Cities to Ft. Wayne 
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THE PEERLESS 
Merchandise 


Pittsburgh to Chicago 


THE HUMMER 
Merchandise 
Pittsburgh to St. Louis 


THE STANDARD 
Merchandise 


Pittsburgh to Detroit 


THE HOME RUN 
Empty Refrigerator and 
Tank Cars 


Seaboard Cities to Chicago 


THE REFILLER 
Empty Refrigerator and 
Tank Cars 
Seaboard Cities to 
St. Louis 


‘LHE DIVIDEND 
Perishable —Merchandise 
Wilkes-Barre to Pittsburgh 


THE EXCELSIOR 
Merchandise 
Buffalo to Chicago 


THE CHALLENGER 
Perishable —Merchandise 
Cincinnati to Chicago 


THE VAMP 
Merchandise 
Cincinnati to Chicago 


THE QUEEN CITY 
Merchandise 


Cleveland to Cincinnati 


THE BLUE GOOSE 
Perishable —Merchandise 
Seaboard Cities to Buffalo 


THE METEOR 
Perishable —Merchandise 
Seaboard Cities to Cleveland 


THE ARROW 
Perishable —Merchandise 


Seaboard Cities to Detroit 


STAR UNION LINE 
Perishable —Merchandise 


Seaboard Cities to Chicago 


THE YANKEE 
Perishable —Merchandise 


New England to Chicago 


THE COMET 
Perishable —Merchandise 


Seaboard Cities to St. Louis 


THE ACE 
Perishable —Merchandise 


Seaboard Cities to 
Pittsburgh 


THE RENOWN 
Perishable —Merchandise 
Louisville to Chicago 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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UNITED STATES } E 


ONG » 






Universal CarloadiK 
Universal Transcorsnte 
Trans-Continenfrei 


Baldwin Wer 





Newtex Steanp ( 





Nicholson Universttea: 


Universal Carloading {str 


SERVICE 
AS YOU WANT IT 








One or more of the above companic¢fntai: 





Atlanta Camden Denver Fort Worth Kalam 
Baltimore Chicago Des Moines Grand Rapids Kans 
Boston Cincinnati Detroit Hartford Long 

Bridgeport Cleveland E. Liverpool Hoboken Los A! 
Brooklyn Columbus El Paso Houston Louis! 
Brunswick Dallas Erie Indianapolis Milw 

Buffalo Dayton Fargo Jersey City Minne 
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HEIGHT COMPANY 


ONG » 





di Distributing Co. 
omntal Freight Service 
nfreight Company — 


1 versal Co. =A VERSA 


amp Corporation 





rteamship Company 


’ 


y ( 
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stributing Co. of Texas 


SERVICE 
WHERE YOU NEED IT 


. 


ynieintain offices in the following cities: 


Toronto 
<alam Newark Philadelphia San Antonio Trenton 
Cans New Haven Pittsburgh San Francisco Tulsa 
Long 3 New York Portland Seattle Waco 
LOS HI Oakland Rochester Spokane Waterbury 
Louist Oklahoma City St. Louis Springfield Wichita 
Milv Omaha St. Paul Syracuse Wilkes-Barre 


Minne Perth Amboy _ Salt Lake City Toledo Wilmington 












PACKING FOR EXPORT 


(By Paul L. Grady, Secy.-Treas., National Association of Wooden Box 

Manufacturers at the National Foreign Trade Convention, Houston. 
Texas, April 26.) : 

Second only in importance to the American exporter selling 

his products in the foreign markets of the world to getting paid 

for them, is for him to pack them properly that they may arriye 
in an undamaged condition and be useful to his customer. 


Strange as it may seem, every exporter has not yet come 
to realize the entire purpose of the transaction between himself 
and his customer may be defeated if the goods shipped are 
delivered in a damaged condition. This fact, however, is rec- 
ognized by various agencies whose constituents are close stu- 
dents of the commercial problems relative to packing and ship- 
ping and, as a result, we have with us a constant and continual 
educational endeavor to impress upon the shipper the value of 
adequately packing his merchandise. 


At this point it may not be amiss to mention that, for many 
years, the U. S. Department of Commerce (which is but one 
of the agencies referred to above), has stressed the importance 
of proper and adequate packing of American merchandise for 
export, and has endeavored to encourage the adoption of a 
standard for packing such merchandise as is destined to foreign 
markets. 


Within the past few years, as a result of an investigation 
of packing for export by the U. S. government, the Bureau of 
Foreign and Domestic Commerce reported that many exporters 
underestimated the importance of proper packing as an item 
of good will which American exporters, as a whole, are endeav- 
oring to build up abroad. This, it went on to say, is due in 
part to the fact that steamship and marine insurance com- 
panies are prompt in indemnifying exporters for the direct losses 
resulting from pilferage or damage, which has resulted in too 
many shippers becoming indifferent to their share in the problem 
of getting goods to their destination safely. Such exporters 
have not been educated to know how vitally their own interests 
are interwoven with safe transportation. Aside from the pos- 
sibility of forcing an increase in rates to cover the excessive 
loss and damage, the unfavorable impression that is made when 
the goods arrive, must be considered. No matter what the 
quality or price of the product may be, it is useless to the im- 
porter if it arrives in a condition that does not permit it to be 
used or sold. 


The enormous growth of our overseas trade since the war 
has tended to increase the number of exporters. Some of these 
are inexperienced, with the result today there is merchandise 
consigned to foreign markets packed in containers that little 
more than meet the railroads’ minimum requirements for do- 
nrestic shipment. On this point, John F. Keely, of the trans- 
portation division of the U. S. Bureau of Foreign and Domestic 
Commerce, said in his volume, “Packing for Foreign Markets,” 
published some time ago by the U. S. Department of Commerce: 


It is an axiom that proper packing can be done at an expense that 
will show an actual saving over inefficient methods. ‘Cheap’ packing 
has always proved false economy and is a detriment not only to the 
individual exporter but to our entire foreign trade as well. A single 
exporter, whose packing practices are bad, may have a serious effect 
upon the sales of other American exporters who are endeavoring to 
sell in the same markets, although they may deal in entirely different 
commodities. 


This book should be on the desk of not only the packing 
foreman but of every other executive of the export department 
of those concerns doing business overseas. 

Packing Requirements Vary According to Port Facilities 

In many instances the export manager is lax in not giving 
sufficient attention to his packing problem. He often is prone 
to assign the responsibility to his traffic manager, his purchasing 
agent, the packing room foreman, or some other executive who 
has an iron in the fire to make a showing in his own depart- 
ment. There is no question but that, in instances, this does 
have a tendency to lower the packing standard. The thought 
should predominate that it is in the interests of this nation’s 
foreign trade in general to raise rather than lower packing 
standards. Many times the saving of a few cents in the cost 
of the construction of a container at the sacrifice of strength 
is turned into a large loss. 

With this in view, it is my opinion that every exporter who 
is interested in building up American trade in the foreign mar- 
kets of the world should cooperate wth the various steamship 
conferences, the U. S. Bureau of Foreign Commerce and such 
other agencies as are interested in packing and shipping in 
developing a standard of packing practices for American-made 
goods that is superior to those of any competing nation. 

It is recognized that it is the duty of the carriers to use 
care and diligence to see that chances for pilferage and break- 
age are reduced to a minimum, but it is also directly to the 
interest of the shipper to cooperate with them by packing goods 
in a way that will withstand the hazards of shipment. 

Packing of a kind that will be satisfactory for one country 
or destination, may not be at all suitable for another. At many 
ports of call (and this extends to all the different sections of 
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the world) there is an absence of port facilities which calls for 
packing of a very substantial character. In such instances the 
steamship is anchored in the open roadstead and the cargo dis- 
charged into lighters or barges for delivery ashore in weather 
of various sorts. It is incumbent upon the exporter to know 
the facilities of the port where his goods are consigned that 
they may be properly packed. For instance, a consignment 
packed for shipment from New York to Hamburg might be en- 
tirely suitable for that voyage, but be wholly inadequate if it 
were consigned to a port where it- was necessary to use lighter- 
age. 
Size and Shape of a Package a Factor in Freight Charges 

As steamship rates are based upon volume as well as weight, 
it is usually advisable to resort to compression, nesting and 
knocking down to conserve in the cubic measurement of the 
shipment where such practices will not result in damage to the 
goods shipped. 


An efficient packing engineer, after studying the exporter’s 
merchandise, by changing the packing methods of the shipper or 
even by suggesting minor changes fn the construction of an 
article which are not detrimental to marketability, can often 
effect material savings in the freight charges. Irregular shaped 
packages are not ordinarily easy to stow in an economical man- 
ner, and wherever possible the shipper should adopt a container 
as nearly rectangular as possible in order to keep his freight 
charges at a minimum. 


Examples of a common use of compression to reduce volume 
is baled cotton or baled textiles of various sorts. What may be 
accomplished through a minor change in design is cited in refer- 
ence to a manufacturer of bath tubs. For several years this 
manufacturer exported a tub which was so made it could not be 
nested. Then the design was changed by slightly narrowing it 
at the bottom. That permitted the tubs to be nested and, as a 

esult, approximately 5 per cent was saved over the former 
eight charges. It is needless to add this saving gave that man- 
ufacturer a decided advantage in meeting competition. 


The automobile is perhaps the most common example of 
how merchandise can be knocked down for shipment. Those 
living along the railroads leading from Detroit and the other 
great automobile manufacturing centers, are familiar with many 
flat cars loaded with boxed automobiles headed to New York for 
export. The cubic contents of these boxes are but a fraction 
of the space necessary for the stowing of an assembled car. 


I shall not attempt to discuss the details of construction of 
the many types of boxes or containers which are in common 
use for export packing, inasmuch as each exporter’s problem is 
individual unto itself and many times each shipment requires 
individual treatment, especially if shipments are made to various 
ports and countries ali over the world. However, since most 
containers used for export are made from wood, it is desirable 
to tnuch upon these in a general way. 


fn the language of the U. S. Department of Commerce report 
on packing for export, nailed wooden boxes, reinforced with 
cleats and battens and bound with flat or round metal straps, 
have been the common shipping case used in export service for 


ages in all the leading markets of the world. Thus, a standard ~ 


export shipping case, properly designed and constructed, is a 
nearly perfect package for all around use. It will resist the 
roughest sort of handling, is proof against the ordinary hazards 
of puncture, and the straps and sealing devices minimize 
pilfering. 


The size and gross weight of the container usually influence 
the kind and number of reinforcing cleats, battens and straps 
to be used, as well as the thickness of lumber to be used, but 
the value of the manufactured product is also of: importance 
to be considered. For instance, for high-priced merchandise 
the exporter is justified in using a packing box of exceptional 
strength and constructed in a way as to make pilfering ex- 
ceedingly difficult. On the other hand, the use of such a 
box for the shipment of merchandise is low value under some 
circumstances would be wasteful. 


Attention is here directed to the fact that the National Asso- 
ciation of Wooden Box Manufacturers and the National Lum- 
ber Manufacturers’ Association maintain a corps of experts ever 
at the command of shippers to aid them master their shipping 
problems. 

Nailing Boxes 


Nailing is ordinarily the weakest link in the construction 
of a wooden box. Nails not only serve to hold the box together 
but they also provide the rigidity. Too few nails, or nails that 
are too small, do not provide strength that is comparable with 
the potential strength of the lumber. Likewise, too large nails 
cause the boards to split. If good service is to be had from 
wooden boxes they must be properly nailed with the right 
number and the right size of nails. Box nails are made both 
smooth and cement coated. Cement coated nails ordinarily 
develop 10 per cent to 30 per cent more resistance against 
pulling than do uncoated nails. Some years ago the National 
Association of Wooden Box Manufacturers, after several years’ 
cooperation with the U. S: Forest Products Laboratory, adopted 





Ma: 





Ca 








May 5, 1928 


For education— 
for enchantment-— 
for rest— 


Visit the UNION PACIFIC West 





Grand Canyon of Arizona 


Yellowstone . . Pacific Northwest and Alaska 
California . . Colorado . . Salt Lake City .. Ogden 
Zion-Grand Canyon National Parks 





America’s Vacationland supreme! More 
scenic grandeur, ‘more strange displays 
of nature’s forces, more variety of man- 
made attractions await you in this won- 
derland than anywhere else on earth. 


Among them are lofty mountains, 
enchanting waterfalls, lovely lakes, tre- 
mendous colored canyons, virgin forests, ancient 
ruins, scores of Pacific beaches, dude ranches, mys- 
terious geysers, friendly wild animals, cities great 
and gay. You’ll meet interesting people from all 
parts of the world. 


You can see one or all of these places this summer, 
inexpensively and comfortably by Union Pacific inde- 
pendent or Escorted All-Expense Tours. 


Low Summer Fares and Famous Trains 
to All the West 


Whether your vacation period is two weeks or two months, 
Union Pacific travel experts, who know the West, will gladly 
plan for you a complete itinerary that will suit your purse 
and give the maximum in, sightseeing. 


For complete information and booklet ask 
Cc. J. COLLINS 
General Passenger Agent 
Omaha, Nebr. 


UNION PACIFIC 


THE TRAFFIC WORLD 


1107 


_—— 
| 





Have You Received 
Your Copy 
of the 


















If not, better send for 
it now! Contains in- 
formation about 


Ghe 
Port of Houston 


that you should have in your 
files for ready reference. 


EES 


Remember, this book is sent to you 
ree. 
ed 


Address your request to 


DIRECTOR OF THE PORT 


5th floor, Courthouse 


HOUSTON - -- TEXAS 
















1108 


a nailing schedule which has béen published. This is available 
if application is made to the secretary of the association. 


Strapping of Boxes 


Metal strapping has proved to be an excellent method of 
reinforcing boxes to secure a maximum of strength with a min- 
imum of material. According to investigations which have been 
made by the Forest Products Laboratory, the thickness of the 
lumber in the sides, tops and bottoms of wooden boxes may be 
* reduced from 20 per cent to 40 per cent when metal straps are 
properly applied. Nailless straps should gird the box some 
distance from either end and be drawn tight and fastened. 
Care should be used in doing this because, if they become 
loose, their value as a reinforcement is lost. Nailed straps 
around the extreme end tend to reduce weaving in the box, pre- 
vent the nails from pulling from the ends, the heads from shear- 
ing through the sides, tops and bottoms or the nails shearing 
out through the ends of the board. Nailed straps are ordinarily 
recommended for export cases. Round wire is also sometimes 
used as a reinforcement although it has a much lower elastic 
limit than the unannealed cold rolled strip steel. 


Selection of a Container 


In addition to boxes and crates, merchandise is successfully 
exported in barrels and certain merchandise can be baled to 
advantage. In selecting a container, there are at least six im- 
portant factions the exporter must keep in mind: 


(1) It must be adequate to protect against damage from handling 
which includes reasonable assurance from puncture; 


(2) It must be of sufth construction as to discourage pilfering; 
(3) It must offer protection against climatic changes and adverse 
weather conditions; 


(4) Its effect upon transportation and insurance costs; 
(5) Its effect upon the import duties of the country of destination; 
(6) Cost. 


In naming these, an effort has been made to list them in 
relation to their importance. ‘Cost’ is named as the last factor 
to be given consideration. The reason for this is obvious— 
unless the container satisfactorily meets the other conditions, 
it is economically wrong to attempt the shipment. Markets 
that have taken years to develop can be lost through lack of 
care in packing a single shipment. Sight should never be lost 
of the fact that service is the foundation of success in our 
foreign trade. In the long run, the best is cheapest. 


Interior Packing 


Although the outside container may’ be adequate to with- 
stand every hazard it may meet—the longshoreman’s hook, the 
rope sling, careless handling, improper stowage, lighterage, in- 
clement weather at an open wharf—if the merchandise is not 
properly packed in the container, it may be damaged. Ways of 
bracing goods in the container must be employed so that they 
cannot shift, or in the case of delicate articles so that external 
shocks are absorbed before being transmitted to the article 
itself. With machinery, furniture and similar articles, wood 
blocking is used effectively. With fragile articles, sawdust, 
excelsior, or other packing material is used to float the article 
in the case. Often two cases are used, one being floated within 
the other. When the shipment is made up of a number of 
articles, cells within the box are built up with dividers or parti- 
tions, to prevent contact with one another. 


Climatic conditions during the voyage or in the country 
where the shipment is destined, must be considered. To provide 
against damage from moisture, cases often must be lined. Some- 
times tin or zinc is used and sometimes waterproof paper. Fre- 
quently ventilation is required to prevent sweating of the con- 
tents. It is well to remember that most commodities are dam- 
aged by moisture. Textiles are rotted and discolored, ma- 
chinery, canned goods rusted, foodstuffs rendered unpalatable, 
and chemicals dissolved or their elements disassociated. It is 
just as necessary to use care in properly packing merchandise 
in a container as it is to use care in selecting the proper 
container to use. 


Heavy products should be packed as compact as is con- 
sistent with good practice in order to realize the steamship 
weight basis which tends to reduce freieght charges. 


Marking 


Too much emphasis cannot be placed upon proper marking 
of export shipments as each year tretiendous losses occur from 
improper and incorrect marking. 


Stencils should not be less than two inches and on large 
sized cases they should be larger. The Department of Com- 
merce recommends up to five inches in height. The ink used 
should be a good quality of black waterproof stencil ink or paint. 
Brush marking is ordinarily. unsatisfactory. Unnecessary marks 
make the address and case number more difficult to find and 
read and advertisements point the way for the pilferer. 

I want to leave the thought with you that the possibilities 
of growth in America’s foreign trade knows no bounds, but, in 
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order to sell goods made in the U. S. A., the foreign merchant 
and dealer must receive them in a saleable condition. 


PARCEL POST REGULATION 


Effective May 1, the following transit charges became ap- 
plicable to parcel post packages weighing more than 11 pounds, 
but not exceeding the maximum weight limit prescribed for each 
country, to: Aden, $1.98; British Somaliland, $1.80; Ceylon, 
$1.86; Cypress, $1.98; India (British), $1.98; Iraq, $2.76; Kenya 
and Uganda, $2.46; Malta, $1.38; Palestine, $1.86; Seychelles, 
$2.34; Tanganyika territory, Lake Victoria area, $3.24; Tanga- 
nyika territory, Dar-es-Salaam and other places, $2.46, and Zan- 
zibar, $2.28, according to an annource-Zeut by W. Irving Glover, 
second assistant Postpaster-Geners *. 


PANAMA CANAL TRAFFIC AND TOLLS 


A new high record with respect to the amount of tolls col- 
lected was established at the Panama Canal April 10 when 
$137,053.98 was paid, the previous record having been $136,861.31 
on October 1, 1927, according to the Panama Canal Record. 
Thirty commercial vessels transited the canal on April 10. The 
total amount of cargo carried in the vessels was 152,593 long 
tons. In the first fifteen days of April, 265 commercial vessels 
and 6 small launches transited the canal. Tolls on commercial 
vessels aggregated $1,083,674.61. 


WATER LINES AND GUARANTY 


Senator Copeland, of New York, who sought reconsidera- 
tion of the vote by which the Senate last week passed S. 3723, 
a bill to amend section 209 of the transportation act so as to 
enable the Merchants’ & Miners’ Transportation Company, an 
independently operated water line that was under federal con- 
trol, to press a claim for a guaranty payment for the six 
months after the end of federal control, withdrew the motion 
April 30. 

The senator said he desired amendments to the bill that 
would place the Clyde, Mallory and Southern Steamship Lines 
on the same »dasis as the Merchants’ & Miners’.company, with 
respect to the guaranty. Senator Bruce, of Maryland, objected. 
Senator Copeland later decided to withdraw his motion for re- 
consideration and introduce a separate measure to cover the 
amendments he desired. He introduced S. 4284 for that pur- 


pose. The bill was referred to the interstate commerce com. 
mittee. 


A BILLION POTENTIAL CUSTOMERS 


The American Mail Line, Seattle, Wash., has published a 
volume with the same title as the headline of this review, call- 
ing attention to the vastness of the market in the Orient for 
American products, the value of the raw material potentialities 
of Asia that must be developed in order that proper exchanges 
may be made for goods received, and to the fact that the United 
States has an advantage over any other country in commercial 
dealings with Asia. It includes in its pages the following series 
of articles: “A Billion Potential Customers,” by Dr. Julius 
Klein, director, Bureau of Foreign and Domestic Commerce, 
Washington; “Possibilities for Development of Oriental Trade,” 
by Capt. Robert Dollar, president, Robert Dollar Company, and 
president, Dollar Steamship Lines; “Our Oriental Opportunity,” 
by J. E. Edgerton, president, National Association of Manu- 
facturers; “Far Eastern Doors Wide Open,” by Dr. Jeremiah W. 
Jenks, Ph.D., LL.D., president, Alexander Hamilton Institate, and 
research professor of government, New York University; “Ori- 
ental Prospects for American Agricultural Products,” by M. L. 
Davies, secretary-treasurer, Connell Bros. Company, Seattle; 
“Selecting Oriental Representation,” by H. G. Murray, foreign 
department, G. Howard Harmon Advertising Agency, New York; 
“Foreign Exchange as Applied to the Orient,” by Lawrence M. 
Arnold, vice-president, First National Bank of Seattle; “The 
Financing of Foreign Shipments,” by J. A. Swalwell, chairman 
of the board, Dexter Horton National Bank, Seattle; “Ad- 
vertising in China and Japan,” by J. W. Sanger, vice-presi- 
dent, Foreign Advertising and Service Bureau, Inc., New York; 
“Advertising in the Philippines,” by H. B. Pond, president, Pa- 
cific Commercial Company, Manila, P. I.; “Oriental Documenta- 
tion,” by B. Roy Anderson, president, B. R. Anderson & Co., 
Seattle; “Marine Insurance,” by Charles Walker, president, 
Johnson & Higgins, of Washington, Inc., Seattle; “American- 
Oriental Transportation,” by L. L. Bates, general freight agent, 
American Mail Line, Seattle; “Packing and Marking of Goods 
in Oriental Trade,” by H. D. Howell, export manager and direc- 
tor, Judson Freight Forwarding Company, Chicago; “The Func- 
tions of an Export Department,” by E. C. Morse, director export 
sales, Chrysler Sales Corporation; “Japanese Trade Opportuni- 
ties,” by T. Sakurauchi, manager, Yokohama Specie Bank, Ltd., 
Seattle; “Chinese American Trade,” by Julean Arnold, American 
commercial attache, Peking; “The Philippines and Their Possi- 
bilities,” by O. M. Butler, formerly American trade commis- 
sioner, Manila, and author of “The Philippine Islands—A Com- 
mercial Survey.” . , 
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Industry Is Moving South 


Every day it is becoming more and more generally recog- 
nized that the South affords exceptional advantages for 
industrial operations. "These advantages are attracting indus- 
tries to the Southern states in steadily increasing numbers. 


Convenient access to an abundance of raw materials is 
one of the foremost requirements of industry. Nowhere in 
the country is this requirement more extensively fulfilled 
than in the South. The cotton fields of the South are an 
inexhaustible source of supply for the manufacture of tex- 
tiles. Its forest resources, present and potential, offer 
impressive inducements to manufacturers of wood and pulp 
products. Underlying all the Southern states are vast 
deposits of commercially important minerals, often in such 
conjunction as to present ideal conditions for utilization. 
The agricultural resources of the South make it an unex- 
celled field for the dairy and other food products industries 
and for the manufacture of tobacco products. EFFICIENT 


The coal fields of the South and its rapidly growing net- Sa” 
work of electric transmission lines assure adequate conven- 
ient sources of power for industries in this region. ‘The 
cost for power in the Southern states compares most favor- 
- ably with costs elsewhere. Labor conditions in the South 
also compare advantageously with those in other parts of the 





The Illinois Central System 


a ee : . maintains a Development Bureau 
] Industrial plants can be built and operated economically to assist in the industrial and 
8 in the South. Building sites are comparatively inexpensive, agricultural development of its 
and the mild, equable climate makes possible less elaborate territory. For wformation ad- 
” ; ; dress: 

’ types of construction and lower heating costs. The healthful 

” climatic conditions also promote the efficiency of employes 

4 and keep down absences due to illness. H.. J. SCHWIETERT 

d Good transportation is one of the chief industrial assets General: Development Agent 
4 of the South. This region has more than 90,000 miles of Illinois Central System 

eg; well-equipped railroad, or one mile for every ten and one- Chicago 

* half square miles of land area, which exceeds the average for 

M. the country as a whole. Its transportation resources include 

~ nearly 4,000 miles of Illinois Central System lines—more 

“a than half the total system mileage. 

va The industrial advantages of the South are available to a . 
ta- marked degree in the six Southern states in which the I]linois 

~ Central System operates—Alabama, Arkansas, Kentucky, 

an- Louisiana, Mississippi and Tennessee. This railroad pledges 

ds its hearty interest and co-operation in furthering the progress 


of industry in its territory. 
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Freight Rates 


Twenty-eighth of a Series of Fifty-two Articles on this Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Freight Rate Structure—Central Freight Association 
Territory 


Central Freight Association includes the carriers serving 
western Pennsylvania, western New York, Ohio, Indiana, most 
of Illinois, the lower peninsula of Michigan, and small sections 
of West Virginia, Kentucky, Missouri, Wisconsin, and the prov- 
ince of Ontario, Canada, along the boundaries. 

The eastern boundary line extends from Buffalo through 
Dayton to Salamanca, N. Y., over the Erie Railroad, and from 
this town, via the Pennsylvania Railroad, through Corydon, 
Kinzua, Warren, Irvinetown, Tionesta, and Oil City to Foxburg, 
Pa. From here the line follows the Baltimore and Ohio through 
Butler, Pittsburgh, and Washington, Pa., and through Wheeling 
and Parkersburg, to Point Pleasant, W. Va., and from Point 
Pleasant to Gauley, W. Va., via the Kanawha and Michigan 
(New York Central Lines). 

On the south the boundary extends from Gauley, W. Va., 
to Ashland, Ky., via the Chesapeake and Ohio and then via 
the Ohio River, including Louisville, Ky., and Cairo, IIl., to the 
confluence of the Ohio.and Mississippi rivers. 

The western boundary is formed by the eastern bank of the 
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Mississippi River from Cairo, Ill., to East Burlington, IIl., in- 
cluding St. Louis, Mo., on the west shore, and the line of the 
Toledo, Peoria and Western from East Burlington to Peoria, 
and by way of Streator and Joliet to Chicago. From Chicago 
the boundary follows the western shore of Lake Michigan, in- 
cluding Marinette and Manistique, to Kewaunee, Wis. 

On the north the line follows the Straits of Mackinac and 
the west bank of Lake Huron to Port Huron, Mich. From here 
it follows the Grand Trunk through Sarnia, Lucan, Stratford, 
Kitchener, Guelph, Georgetown, and Brampton, to Toronto, 
Ontario, Canada, and by the west bank of Lake Ontario to 
_ Niagara-on-the-Lake and the Niagara River to Buffalo, including 
the latter city and its environs. 

The outline of the territory and of the several zones into 
which it is divided for rate-making purposes is shown in the 
accompanying map. 


Characteristics of the Territory 


The territory is part of the general eastern rate group and 
a part of the great interior lowlands or plains physiographic 
region. The states and portions of states included with the 
boundaries of Central Freight Association territory include rich 
agricultural districts where diversified agriculture is carried on 
to supply the cities and towns of the district and for movement 


to other centers of population. Rich mineral deposits of coal 
in western Pennsylvania, Ohio, West Virginia, Kentucky, Indi- 
ana, and Illinois, the copper mines in the deposits in the basin 
of the Great Lakes, and other mineral producing centers con- 
tribute a huge volume of mineral traffic to the rail and lake 
carriers. The territory is characterized by the great number 
of large manufacturing and commercial cities and many smaller 
but important industrial towns. Central Freight Association 
territory is literally dotted with manufacturing and industrial 
centers in western New York, western Pennsylvania, Ohio, Indi- 
ana, and Illinois, and fringed with cities and towns in West 
Virginia, Kentucky, Missouri, and Wisconsin along the borders. 
The forests of Michigan contribute local lumber and other forest 
products, while animals and their products in heavy volume are 
forwarded from farms and packing centers in the district. 


C. F. A. Railroads 


A large number of railroads serve C. F. A. territory. North 
and south, east and west, and diagonal rail lines cross the 
district, connecting with each other and with the lake carriers 
at the Great Lakes ports to form a strong transportation system. 
Many of the lines of railroad that serve the territory are major 
trunk lines or other strong Class I carriers or the subsidiary 

mnections of such roads, including the Baltimore and Ohio, 

Bessemer and Lake Erie, the Chicago and Eastern Illinois, 
the Chesapeake and Ohio, the Chicago and Alton, the Chicago, 
Milwaukee, St. Paul and Pacific, the Detroit, Toledo and Iron- 
ton, the Elgin, Joliet and Eastern, the Erie, the Grand Trunk, 
the Illinois Central, the Louisville and Nashville, the Michigan 
Central, the New York Central, the Nickel Plate, the Norfolk 
and Western, the Pennsylvania, the Pere Marquette, the. Pitts- 
burgh and Lake Erie, the Toledo, Peoria and Western, the 
Wabash, and the Wheeling and Lake Erie. 

The district is served, in addition to these-roads, by a num- 
ber of important terminal roads and many smaller rail lines, 
operating more than 40,000 miles of rails—nearly*a sixth of 
the rail mileage of the United States. 


Traffic Characteristics 


C. F. A. territory is of heavy traffic density, diversified 
traffic, keen industrial and commercial competition, and heavy 
local and through traffic. Many of the important cities are 
sereved by several railroads, promoting railroad competition, 
which is increased by the large amount of tonnage passing 
through the territory from points beyond C. F. A. territory 
destined to other territories. 

The density of population and of traffic, the number of 


’ cities, and the mileage of rail lines per hundred square miles 


of area decrease rapidly north of a line drawn from Chicago 
to Detroit, as one proceeds north in the lower peninsula of 
Michigan. These essential differences are reflected, as are other 
traffic characteristics, in the rate structure. 


North of the Chicago-Detroit line the traffic is less diversi- 
fied and less heavy than south of that.line from Chicago to 
Detroit via the Michigan Central through Niles, Kalamazoo, 
Battle Creek, Albion, Jackson, Ann Arbor and Wayne, Mich. 
The volume of manufactured articles is smaller compared with 
the portion of Central Freight Association south of the line, and 
the amount of through traffic is considerably less. The popu- 
lation of this section is much less dense than in the portion of 
the territory south of the Chicago-Detroit line and fewer rail- 
roads serve it. 


Still further north on the lower peninsula of Michigan, the 
population is relatively sparse and the traffic light, consisting 
of agricultural products, lumber, and other forest products and 
minerals. The movement of manufactured goods is smaller. 
Fewer railroad lines serve this territory north of Bay City and 
Saginaw Bay. 


Class Rate Scales in Central Freight Association Territory 

Class rates on traffic moving between points in Central 
Freight Association territory have been made more or less di- 
rectly on distance scales. In 1917, the old C. F. A. scale was 
displaced by revised scales approved by the Interstate Commerce 
Commission after a searching investigation. The original de- 
cision of the Commission in 1917 divided Central Freight Asso- 
ciation territory in four lettered zones—A, B, C, and D. 

Zone A included the portion of the territory south of the 
line of the Michigan Central from Chicago through Niles, Kal- 
amazoo, Battle Creek, Albion, Jackson, Ann Arbor, and Wayne, 
to Detroit, Mich. Zone B included the section north of Zone A 


45 I. C. C. 254. C. F. A. Scale Case, Docket 965, June 9, 1917. 
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GAIN TIME aNnp COMFORT IN CHICAGO 
~at thts centrally located, dowtown hotel 


—_ 


we rear wee 


Tis PALMER HOUSE has every facility 
for conserving your time and adding 
to the comfort of your visit. 


It is so centrally located that you 
may walk to any place downtown. All 
forms of transportation to all outlying 
points go past the door. 


From the standpoint of service, too, 
this hotel is equipped to eliminate de- 
lays. A clerk's office on every floor, 
instead of a central business office, at- 
tends your requirements and transforms 
your floor into a small, efficient, exclu- 
sive hotel. Room service via the Servi- 
dor furthers prompt- 
ness and eliminates 


personal contact with attendants. 

A reception room on every floor 
serves as a meeting place for callers and 
dislodges the old, time-wasting method 
of secking out or paging visitors in the 
public rooms. 

Five restaurants, comfortably cooled 
in warm weather, assure prompt ser- 
vice at any time of the day. 

Quiet, commodious rooms—for one, 
$4. to $10.; for two—$7. to $12. Suites 
{one to five rooms} per room, $9 to 
$11—with reductions for monthly or 
seasonal occupancy. 


Water L. Grscory 
Manager 





Broadcasting from Station WJJD 


Two OrcHestTras Two LIBRARIES » HospiTaL » CHILDREN’S PLAYGROUND 
al 


HOME OF THE TRAFFIC CLUB OF CHICAGO 
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to a line from Muskegon through Sparta; Cedar Springs, Green- 
ville, Edmore, Alma, Midland, Bay City, Akron, Caro, Wilmot, 
Sandusky, and Carsonville, Mich., to Lake Huron. Zone C 
included the portion of Michigan north of Zone B to a line from 
Frankfort through Copemich, Missaukee Junction, West Branch, 
South Branch, and Tawas Beach, to Lake Huron. Zone D in- 
cluded the remaining portion of the lower peninsula of the state 
of Michigan north of Zone C.’ 

Two zones are provided for Michigan intrastate commerce. 
Zone E included virtually all of interstate Zones A and B and 
the portion of Zone C north of the boundary line of Zone B and 
east of Bay City, Mich., and the Saginaw Bay. Zone F included 


In 1925, the boundaries of the interstate rate zones were 
Table No. 1 


CENTRAL FREIGHT ASSOCIATION TERRITORY 
MILEAGE CLASS RATE SCALES 


ZONE A 
Rates in Cents Per One Hundred Pounds 


Miles % of 1st Cl. —100% 
5 and under 
and over 
and over 
and over 
and over 
and over 
and over 
and over 
and over 
and over 
and over 
and over 
and over 
and over 
and over 


all the rest of the lower peninsula of Michigan corresponding 
to Zones C and D in interstate commerce except the portion of 
Zone C included in intrastate Zone E.’ 

altered by the Commission in order to eliminate differences 
between the interstate and the intrastate boundary lines. The 
present division of Central Freight Association for both inter- 
state and intrastate traffic consists of the following zones: 

Zone A includes the portion of the territory on and south 
of the line of the Michigan Central from Chicago, IIl., through 
Niles, Kalamazoo, Battle Creek, Albion, Jackson, Ann Arbor, and 
Wayne, to Detroit, Mich. 

Zone B includes the district north of Zone A, including the 
portions of the original Zone B, prescribed by the Commission 
in 1917, to a northern boundary from Muskegon, through Sparta, 
Cedar Springs, Greenville, Edmore, Alma, Midland, and Bay 
City, Mich., to Saginaw Bay. This change in Zone B places 
the so-called “thumb district” of Michigan north of the original 
Zone B boundary line running through Bay City, Akron, Cairo, 


Table No. 2 


CENTRAL FREIGHT ASSOCIATION TERRITORY 
MILEAGE CLASS RATE SCALES 
ZONE B 
Rates in Cents Per One Hundred Pounds 


Miles % of 1st Cl. —1009% 
5 and 
and over 
and over 
and over 
and over 
and over 
50 and over 
and over 
and over 
00 and over 
and over 
and over 
and over 
and over 
and over 


Wilmot and Carsonville, Mich., to Lake Huron, in Zone B, rather 
than in Zone C, where the former boundary placed it. Geo- 
graphically, the “thumb district’ is a part of Zone B, being 
separated from Zone A by Saginaw Bay, and it was included 
in the lower intrastate rate zone in connection with Michigan 
intrastate traffic. 

Zone C includes the territory of the original Zone C, ex- 
tended to include all the southern peninsula of Michigan north 
of the line bounding the new Zone B, including all of the original 
Zone D. 

Zones E and F, formerly applicable in connection with 
Michigan intrastate commerce, were abolished. 


Original Mileage Rate Scales 
The rates provided by these scales progressed by five-mile 


45 I. C. C. 254. 
*Prescribed by Michigan Public Utilities Commission. 
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blocks for distances. up to and including 200 miles. Between 
200 and 300 miles the scales progressed by ten-mile blocks up 
to 300 miles. Beyond 300 miles, twenty-mile blocks were used. 
The Zone A scale was made the basic scale on which all other 
scales were based. It started at 16 cents as the first class 
rate for five miles or less. One cent was added for each suc- 
ceeding block up to and including 50 miles. Beyond that, up 
to and including 100 miles, the progression was made by the 
addition of one-half cent for each successive mileage block. 
Between 100 and 200 miles increases were made at the rate of 
one cent for each ten-mile block. Between 200 and 300 miles 
the rate progressed one-half cent for each ten-mile block up 
to and including 300 miles. Beyond that distance, a constant 
addition was made of one cent for each twenty-mile block. 


The Relationship of Classes 


Definite fixed relationships of classes lower than first class 
to the first class rates for various distances in Central Freight 
Association territory were established by the Commission in 
its decision in the Central Freight Association class scale case 
of 1917, and these class relationships are still maintained: 


1. First class, 100 per cent. 2. Second class, 85 per cent. 3. Third 
class, 67 per cent. 4. Fourth class, 50 per cent. 5. Fifth class, 35 
per cent. 6. Sixth class, 28 per cent. 7. Rule 25, 15 per cent—less than 
the second class rate but not less than the third class rate. 8. Rule 
26, 20 per cent—less than the third class rate but not less than the 
fourth class rate. 


Rates between points in Zone B territory were made by 
adding a differential to the rates for similar distances, first class, 
in Zone A, and by applying the same formula for determining 
the rates upon traffic lower than first class. A similar pro- 
cedure was followed in making first class rates in Zones C and 
D, by adding differentials to the Zone B rates and applying the 


Table No. 3 


CENTRAL FREIGHT ASSOCIATION TERRITORY 
MILEAGE CLASS RATE SCALES 


ZONE C 
Rates in Cents Per One Hundred Pounds 


Miles % of ist Cl. elm 
and under 35 
and over 

and over 

and over 

and over 

and over 

and over 

and over 

and over 

and over 

and over 

and over 

and over 

and over 

and over 





class relationship formula. Intrastate rates in Michigan were 
made a percentage over the interstate rates. Traffic between 
interstate zones took the rates provided for the higher rated 
zone. Thus, traffic between Zone A and Zone B was regarded 
Prat ng purposes as though the entire movement had been 
in Zone B. 


Horizontal Rate Changes 


The scales of mileage rates originally established by the 
Commission were increased three times as a result of horizontal 
increases and decreased once as a result of a horizontal decrease 
in all rates in the eastern rate territory. 

Before the rates prescribed in the Central Freight Associa- 
tion class scale case became effective, the Commission ordered 
a horizontal increase of 15 per cent in 1917 to all rates in Official 
Classification territory.. Interstate rates were increased again 
horizontally, to the extent of 25 per cent, effective June 25, 1918, 
as a result of a general order of the U. S. Railroad Administra- 
tion.6 Another increase, this time of. 40 per cent, was ordered 
by the Commission July 29, 1920, in its decision in Ex Parte 
74.7 Another horizontal change, this time downward, was made 
> Commission in its decision in the reduced rates case of 

8 

Present Class Rate Scales 


The result of these three general increases and the one 
general decrease was to produce the present scales of class 
rates for Zone A, in Central Freight Association, shown in 
Table No. 1. 

New rate scales for Zones B and C were prescribed by the 
Commission to become effective September 10, 1925. Arbitraries 
of 2 cents a hundred pounds, first class, were added to the 
first class rates applicable for the same distance in Zone A 
in arriving at the rates for mileage blocks in Zone B and dif- 
ferentials of six cents were added to the Zone A rates to fix 
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the Zone C rates, first class, for corresponding distances. The 
rates for classes lower than first class are found by applying 
the standard class relationship formula. 

The present effective class rate scales applicable in Zones 
B and C are shown in tables 2 and 3, respectively. 


Inflation and Deflation of Distances 


Rates within Central Freight Association territory are mdde 
from group to group rather than from station to station, be- 
cause of the competition of railroads and of producing and 
consuming centers. The distances between groups are based 
on distances between principal points in each group, and worked 
out by using the shortest rail routes between the points. These 
distances are sometimes inflated, or arbitrarily increased, or 
deflated, or arbitrarily decreased, in order to bring about the 
desired rate relationships to preserve carrier or industrial com- 
petition. 

The rates between groups near the borders of Central 
Freight Association territory are affected by the adjustments 
of class and commodity rates between C. F. A. points or groups 
and groups in other territories. The rates between stations 
in the Chicago group and points near Pittsburgh, Pa., and 
Youngstown, O., for example, are affected by the adjustment 
of class and commodity rates between Central Freight Associa- 
tion and Trunk Line territories. 


Commodity Rates 


Rates on various types of commodity traffic moving between 
points in Central Freight Association territory are made on 
several more or less <learly defined plans: 

1. Rates on basic commodities, including many raw ma- 
terials, are made without any definte plan, but simply with the 
purpose of enabling the carriers and industries to meet compe- 
tition and move the traffic. Spent lye, manure, lime refuse, 
sugar beets, salt, sand, and wet woodpulp are samples of such 
commodities. 

2. Other commodity rates applicable to low-grade commodi- 
ties are made on mileage scales similar in some ways to the 
class rate scales, but on very much lower bases a ton-mile and 
increasing much less rapidly with distance than the class rate 
scales. Lumber, forest products ,and cement often have mile- 
age commodity rates of this sort. 


3. Certain commodity rates are made by publishing excep- 
tions to the classification, applicable between designated points 
of production and consumption, which remove the articles from 
the classes to which they are normally assigned and place them 
when moving between these points, in lower class ratings. Thus, 
blotting paper is removed from fifth class and placed in sixth 
class by exception to the classification. 

4. Commodity rates are frequently established by rating 
articles at a percentage of a low class rate. Pitch fuel, paving 
or roofing, is rated at 70 per cent of sixth class. Commodity rates 
of this sort are, of course, directly related to the class rate 
scales and are, in reality, lower classes of the classification. 

5. By still another method of making commodity rates cer- 
tain articles themselves take the same bases of commodity rates 
as other freight to which they are analogous. Thus, mill scale, 
ferro-silicon, mill cinder, pyrites, ore cinder, steel spillings and 
spittings take pig iron rates. Brick rates are applied on clay, 
brick, clay or shale conduits, street vitrified curbing, clay or 
shale slabs, cattleguards, fire brick, magnesite brick, chrome 
brick, hollow building tile, and crude or common shale. A 
number of articles take the grain products’ rates. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended April 21 totaled 
944,694 cars, according to the car service division of the Ameri- 
can Railway Association. Compared with the preceding week, 
this was an increase of 32,317 cars, with increases being reported 
in the total loading of all commodities. The total for the week 
ended April 21 was a decrease, however, of 5,851 cars below 
the same week in 1927, as well as a decrease of 28,464 cars 
compared with the corresponding week two years-ago. 

Revenue freight loading the week ended April 21, and for 


the corresponding period of 1927, by districts, was reported as 
follows: 


Eastern district: Grain and grain products, 5,648 and 9,544; live 
stock, 2,357 and 2,433; coal, 36,569 and 34,915; coke, 2,140 and 2,192; 
forest products, 3,823 and "4,270; ore, 1,042 and 1,929: merchandise, 
L. C. 954 and 68,736; miscellaneous, 99,184 and 97,595; total, 
1928, 220, tt: 1927, 221,614; 1926, 236,994. 

legh eny district: Grain and grain products, 2,505 and 3, 196i live 
stock, 1,889 and 1,891; coal, 39,266 and 37,216; coke, 5,234 and 5,773; 
forest oducts, 2,821" and 3,099; ore, 2,275 and 2,962: merchandise, 
ln 55,3 55,628; miscellaneous, 89,704 and 88,492; total, 
1928, 199, 034; i927" 798, 257; 1926, 204,189. 

Pocah: hontas district: Grain ‘and’ grain products, 207 and 215; live 
stock, 80 and 67; coal, 34,520 and 40,847; coke, 351 and 533; forest 
products, 1,718 and 1,644; ore, 188 an nd 285; merchandise, , ©. 5... 
7,656 and 563; miscellaneous, 8,359 and 8,080; total, 1928, 53,079; 
1927, 59,234; "1926, 50,649. 

Southern district: Grain and grain products, x. 738 and 3,126; live 
stock, 1,682 and 2,042; coal, 22,169 and 23,965; coke, 588 and 713; for- 
est products, 20, 691 and 21, 295; ore, 997 and 1,271; merchandise, L. 
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C. L., 41,519 and 40,581; miscellaneous, 59,174 and 61,029; total, 1928, 
150, 558; 1927, 154,022; 1936, 152,089. 

Northwestern district: Grain and grain products, 10,853 and 7,476; 
live stock, 7,149 and 7,047; coal, 4,891 and 4,189; coke, 1,477 and 1,565; 
forest products, 17, 198° and 18, 175: ore, 1, 160 and 18,262: merchandise, 
L. C. L., 33,629 and 34,293; "miscellaneous, 36,719 and 37,802; total, 
1928, 113, 076; 1927, 128, 809; 1926, 120,298. 

Central ‘Western district: Grain and grain products, 11,184 and 
8,240; live stock, 10,861 and 11,543; coal, 8,521 and 6,682; coke, 333 
and 256; forest products, 10,843 and 10, 217; ore, 3,156 and 3, 280; mer- 
chandise, L. C. L., 34,560 0 and 34,585; miscellaneous, 52,023 and ‘49, 441; 
total, 1928, 131,481; » foa7. 124,244; 1926, 135,139. 

Southwestern ‘district: Grain and grain products, 5,466 and 3,742; 
live stock, 3,427 and 3,780; coal, 3,079 and 2,303; coke, 124 and 117: 
forest products, ey and 7,379; ore, 368 and 386; merchandise, L. C. 
L., 16,701 and 15,688; miscellaneous, 39,306 and 30,970; total, 1928, 
76, 749; 1927, 64, 368, 1926, 73,800. 

Total, all ‘roads: Grain and grain products, 39,601 and 35,539; 
live stock, 27,445 and 28,803; coal, 149,015 and 150,117; coke, 10,247 and 
11,149; forest products, 65,372 and 66, 079; ore, 9, 186 and 28,375; mer- 
chandise, L. C. L., 259, 359 and 257,074; miscellaneous, 384,469 and 
373,409; total, 1928, "944, 694; 1927, 950,545; 1926, 973,158. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 

Four weeks in January......... 3,447,723 3,756,660 3,686,696 
Four weeks in February........ 3,589,694 3,801,918 3,677,332 
Five weeks in March........... 4,752,031 4,982,547 4,805,700 
Week ended April 7............ 919,296 953,907 929,343 
Week ended April 14............ 912,377 949,561 4,794 
Week ended April 21............ 944° 694 950,545 973,158 

WORE veces cisccbaspmouevees 14,565,815 15,395,138 15,037,023 


CHANGES IN DOCKET 


Hearing in I. & S. 3087 (and 1st supplemental order)— 
Grain and flaxseed between points in Western Trunk Line terri- 
tory and from W. T. L. territory to Utah common points, assigned 
for May 5, at Minneapolis, Minn., before Examiner Kerwin, was 
eanceled. 

Argument in Valuation No. 556, in re tentative valuation of 
the property of the Southern Ry. et al., Valuation No. 310, in 
re Virginia & Southwestern Ry., Valuation No. 721, in re Wood- 
stook & Blocton Ry., Valuation No. 744, in re Birmingham 
Terminal Co., Valuation No. 914, in re Carolina and North- 
western Ry., Valuation No. 917, in re Cincinnati, Burnside & 
Cumberland River Ry., Valuation No. 920, in re Harriman & 
Northeastern R. R., Valuation No. 972, in re New Orleans Ter- 
minal Co., Valuation No. 973, in re New Orleans & North East- 
ern R. R., Valuation No. 974, in re Alabama Great Southern 
R. R., et al., and Valuation No. 992, in re C. N. O. & T. P. Ry. 
et al., assigned for May 3, at Washington, D. C., was canceled. 

Hearing in No. 16124, Acme Brick Co. vs. A. & V. Ry. et al.; 
No. 14617, Acme Brick Co. et al. vs. A. & M. R. R. et al.; No. 
15467, Acme Brick Co. et al. vs. A. & S. Ry. et al.; No. 15628, 
Kansas Gas Belt Mfrs. Assn. vs. A. & S. Ry. et al.; No. 15692, 
Oklahoma Brick Mfrs. Assn. vs. A. & S. Ry. et al., and No. 
15738, Acme Brick Co. et al. vs. A. & S. Ry. et al., assigned for 
May 3, at Fort Worth, Tex., before Examiner Smith, was post- 
poned to a date to be hereafter fixed. 

Hearing in I. and S. 3080, combination rule on lumber from 
Southern territory to Canada, assigned for May 7, at Cincin- 
nati, O., before Examiner Clifford, was canceled and reassigned 
for May 5, at Cincinnati, O., before Examiner Clifford. 

The docket last week showed as set for May 5 at Minneap- 
olis, I. and S. 2087. This should have been I. and S. 3087. 

Hearing in No. 18868, Schuylkill Ry. et al. vs. Reading Co., 
assigned for May 3 at Philadelphia, before Examiner Griffin, 
was canceled. 

Argument in Valuation No. 875, in re tentative valuation 
of the properties of the Philadelphia & Reading Ry. Co. et al.; 
Valuation No. 827, Ironton R. R. and Thomas R. R.; Valuation 
No. 819, Tamaqua, Hazleton & Northern R. R.; Valuation No. 
772, Chester & Delaware River R. R.; Valuation No. 766, Red- 
ing & Columbia R. R. et al.; Valuation No 762, Catasaqua & 
Fogelsville R. R.; Valuation No. 752, Pickering Valley R. R.; 
Valuation No. 748, Philadelphia, Newtown & New York R. R.; 
Valuation No. 738, Atlantic City R. R.; Valuation No. 711, 
Philadelphia & Chester Valley R. R.; Valuation No. 708, Stony 
Creek R. R.; Valuation No. 680, Gettysburg & Harrisburg Ry.; 
Valuation No. 662, Williams Valley R. R.; Valuation No. 624, 
Middletown & Hummelstown R. R.; Valuation No. 623, Rupert 
& Bloomsburg R. R.; Valuation No. 622, Port Reading R. R.: 
Valuation No. 490, Perkiomen R. R.; Valuation No. 481, North 
East Pennsylvania R. R.; Valuation No. 1026, Philadelphia Belt 
Line R. R.; Valuation No. 1075, Philadelphia, Reading & Petts- 
ville Telegraph Co., assigned for May 2, at Washington, D. C., 
was canceled. 

I. and S. 3102, classification ratings on furniture frames, was 
set for hearing in Chicago May 1, in connection with 17000, part 
5, furniture. 

Hearing in No. 20049, Jefferson Woodworking Co., Inc., vs. 
L. & N. R. R. et al., assigned for April 30, at Louisville, Ky., be- 
fore Examiner Carney, was canceled. 

Hearing in fourth section application No. 13241, filed by 
M. & O. R. R. for itself and on behalf of the Mississippi-Warrior 
Service (Federal Barge Line), assigned for May 2, at Mobile, 
Ala., before Examiner Glover, was postponed until further order 
of the Commission. 


May 
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The Industrial Metropolis of America 


ATURE’S vast storehouse of raw materials— 
favorable climatic conditions—ample rail and 
water transportation — adequate labor — cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 


materials, glass, industrial chemicals, food stuffs and a 


great variety of other manufactured articles. 


With fourteen million people within two hundred 


Pittsburgh>Pa. " 


( 


miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. . 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 


Montour Railroad Company ~ Oliver Building 
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WESTERN RAIL REVENUE 


President Harrison, of the National Association of Owners 
of Railroad and Public Utility Securities, has transmitted a let- 
ter to the chairman of the Interstate Commerce Commission 
calling his attention to the seriousness, from the security hold- 
er’s point of view, of the rate situation among carriers in West- 
ern territory, and urging the necessity of maintaining rates that 
will produce a fair return on the aggregate value of railroad 
property in the west. The letter follows: 


This association is not identified with railroad executives. Its 
membership consists exclusively of security holders, including those 
who administer trust funds and otherwise act in a fiduciary capacity, 
such as insurance companies, savings banks, other banks and trust 
companies, churches, colleges and endowment funds. 

We are thoroughly disturbed over the insistence of certain in- 
terests, in the face of the existing low rates in Western Territory, 
for reductions in grain, and live stock rates in that section under 
the Hoch-Smith resolution without compensating increases on other 
commodities. Such action would unjustly and illegally injure security 
holders of lines operating in that locality. We respectfully desire to 
suggegt the gravity of conditions in Western Territory, with’ its far- 
reaching effect upon railroad securities as well as on the ability of 
the carriers to render adequate and efficient public service. 

It is well known to the Commission that the carriers in the 
western district, particularly those in the northwestern region, have 
for a number of years failed to earn a fair return on the aggregate 
value of their properties, computed on any reasonable basis; and 
in this respect their condition is not temporary but a persistent one. 
The Commission is under an affirmative legal duty in compliance with 
Section 15a to correct promptly the situation which adversely affects 
the security holders, and to initiate and establish rates which will 
permit the western carriers as a whole to earn a fair return. Under 
the Hoch-Smith resolutjon the Commission is beyond a doubt also 
obliged to re-distribute the transportation burden among the com- 
modities so that the products of agriculture, including livestock, will 
carry the lowest possible rates, giving due regard ‘‘to the mainte- 
nance of an adequate system of transportation.” 

The association believes that the Hoch-Smith resolution should be 
administered in such a manner as to give force and effect to it 
without impairing the obligations of Section 15a. The Commission has 
correctly held that the resolution must be given a construction which 
would not repeal or invalidate Section 15a and that the terms of 
the resolution must be harmonized with the provisions of that sec- 
tion. The requirements of Section 15a, therefore, that the aggregate 
rates be sufficiently high to enable the carriers to earn the prescribed 
return is not impaired by the terms of the resolution. Having in 
mind this construction, it inevitably follows that, if the rates on 
agricultural products are to be lowered and the carriers can not 
stand net reductions in their revenues, there must be at the same 
time a readjustment in other rates so that increases will offset the 
required reductions and in the aggregate yield the fair return. 

The carriers in the western group can not stand net reductions, 
but, in fact, are entitled to substantial increases in the present rates. 
A net reduction in their already insufficient revenues will greatly im- 
pair the confidence of investors in these carriers. In consequence, a 
condition exists seriously threatening the future maintenance and 
development of railroad transportation in that section. These con- 
ditions should be remedied, not aggravated, and should be made 
such as to induce further investment of funds in railroads. Without 
the assurance of safety and a reasonable return investors will not 
respond with the necessary capital either for obligations or for the 
purpose of development. The confidence of investors must be unim- 
paired in order to secure the capital required to furnish adequate 
railway service. This is of vital public concern. 

The association respectfully requests the Commission to act 
promptly and in compliance with the Congressional mandate. The Com- 
mission should, and we have no doubt will, give effect to Section 15a 
by establishing rates which will permit the carriers as a whole in 
Western Territory “to earn their prescribed return. Should a re- 
duction in the rates on agricultural products be ordered, the Com- 
mission will, we are confident, simultaneously through a mandatory 
order require rates on other classes of freight to be revised so as 
not only to offset the reductions with corresponding increases, but 
to furnish the additional revenue necessary to produce the return 
specified under Section 15a. 

The holders of railroad securities look, with confidence, to the 
Commission to carry out all provisions of law in these respects in 
ptm 3 that capital may be encouraged in the future to invest in this 
section. 


MARCH RAIL REVENUE 


Class I railroads in March had a net railway operating in- 
come amounting to $90,774,159, which, for that month, was at the 
annual rate of return of 4.66 per cent on their property invest- 
ment, according to reports filed by the carriers with the Bureau 
of Railway Economics, which says: 


In March, 1927, their net railway operating income was $94,602,380, 
or 4.97 per cent on their property investment. 

Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings in March is based on reports 
—— 186 Class I railroads representing a total mileage of 239,634 
miles. . 

Gross operating revenues for the month of March amounted to 
$505,184,897, compared with $531,615,880 in March, 1927, or a decrease 
of five per cent. Operating expenses in March totaled $373,304,702, 
compared with $395,737,420 in the same month in 1927, or a decrease 
of 5.7 per cent. ; 

Class I railroads in’ March paid $31,373,359 in taxes, a decrease 
of $203,792, or six-tenths of one per cent under the same month in 
1927. This brought the total tax bill of the Class I railroads for the 
first three months in 1928 to $88,863,780, a decrease of $1,469,240, or 
1.6 per cent below the corresponding period in 1927. 

Twenty-nine Class I railroads operated at a loss in March of which 
fifteen were in the eastern, one in the southern and thirteen in the 
western district. 

Class I railroads for the first three months in 1928 had a net 
railway operating income amounting to $217,347,021, which was at 
the annual rate of return of 4.41 per cent on their property investment. 
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During the corresponding period of the preceding year their net 
railway operating income amounted to $225,531,353,- or 4.69 per cent 
on their property investment. 

Gross operating revenues for the first three months in 1928 
amounted to $1,419,203,158, compared with $1,488,765,314 during the 
corresponding period in 1927, or a decrease of 4.7 per cent. Operating 
expenses for the first three months’ period of 1928 totaled $1,085,200, - 
515, compared with $1,145,579,943, during the corresponding period 
the year before or a decrease of 5.3 per cent. 

Net railway operating income by districts for the first three 
months with the percentage of return based on property investment 
on an annual basis follows: 





Per Cent 

ee I EI, oo 5 snc 0.0. 5.00.0 oc weenseule ¢waas $ 8,506,450 5.89 
I I ooo. s wees © 9: 5:6:4.0:s14-sr0 9 dense emote 36,114,447 4.74 
OTNEeE “SEOTT. TUORION . ccccccecccsesceesevccue 42,946,224 4.55 
RE ne er re re 15,135,582 6.53 
Reems MONCETR DIStrict ...... coccccccecsccesos 102,702,703 4.94 
TOURE MOUEIOTT PBUPICE oo oo. ccwesiccvccscce 33,409,974 4.09 
NIN DN a ao. vere. o ee eie etn ebiewiow andes 19,288,455 3.26 
CEM POMCOTT FUOMION oooiccceccccccsccnvewesccee 41,775,194 4.43 
ee OS eer rere 20,170,695 4.08 
POE WUC, BBCP kn oie sv cccecccccccesces 81,234,344 4.01 
ee etre ee $217,347,021 4.41 


Eastern District. 

The net railway operating income for the Class I railroads in the 
eastern district during the first three months in 1928 total $102,702,- 
703, which was at the annual rate of return of 4.94 per cent on their 
property investment. For the same period in 1927 their net railway 
operating income was $115,756,181, or 5.69 per cent on their property 
investment. Gross operating revenues of the Class I railroads for 
the first three months in 1928 totaled $695,121,078, a decrease of 7.7 
per cent under the corresponding period the year before while op- 
erating expenses totaled $538,598,425, a decrease of 7.5 per cent under 
the same period in 1927. 

Class I railroads in the eastern district for the month of March 
had a net railway operating income of $42,896,703, compared with 
$50,535,086 in March, 1927. 


Southern District 


Class I railroads in the southern district for the first three months 
= 1928 had a net railway operating income of $33,409,974, which was 
t the annual rate of return of 4.09 per cent on their property in- 
vestment. For the same period in 1927 their net railway operating in- 
come amounted to $35,925,630, which was at the annual rate of re- 
turn of 4.52 per cent. Gross operating revenues of the Class I rail- 
roads in the southern district for the first three months in 1928 
amounted to $198,273,702, a decrease of 5.5 per cent under the same 
period the year before while operating expenses totaled $149,918,516, 
a decrease of 5.3 per cent. 
The net railway operating income of the Class I railroads in the 
southern district in March amounted to $14,506,397, while in the same 
month in 1927 it was $14,265,620. 


Western District 


Class I railroads in the western district for the first three months 
in 1928 had a net railway operating income of $81,234,344, which was 
at the annual rate of return of 4.01 per cent on their property in- 
vestment. For the first three months in 1927, the railroads in that 
district had a net railway operating income of $73,849,542, which was 
at the annual rate of return of 3.73 per cent on their property in- 
vestment. Gross operating revenues of the Class I railroads in the 
western district for the first three months this year amounted to 
$525,808,378, a decrease of one-tenth of one per cent under the same 
period last year, while operating expenses total $396,683,574, a de- 
crease of two per cent compared with the first three months the 
year before. 

For the month of* March, the net railway operating income of the 
Class I railroads in the western district amounted to $33,371,059. The 
net railway operating income of the same roads in March, 1927, to- 
taled $29,801,674. 


CLASS I RAILROADS—UNITED STATES 
Month of March 
928 


1927 
Total operating revenues ............ $ 505,184,897 $ 531,615,880 
Total operating expenses ............ 373,304,702 395,737,420 
ME, Bd a Oo in ccaneous vicars Qala auton 31,373,359 31,577,151 
Net railway operating income ....... 90,774,159 94,602,380 
Operating ratio—per cent ............- 73.89 74.44 
Rate of return on property investment 4.66% 4.97% 


Three Months Ended March 31 


Total operating revenues ............ $1,419,203,158 $1,488,765,314 


Total operating expenses ............ 1,085,200,515 1,145,579,943 
po eee AEE SE ear en ee 88,863,780 90,333,020 
Net railway operating income........ 217,347,021 225,581,353 
Operating ratio—per cent ........... 76.47 76.95 
Rate of return on property investment 4.41% 4.69% 


CHAMBER OF COMMERCE MEETING 


A special transportation group meeting will be held at the 
convention of the Chamber of Commerce of the United States, at 
Washington, May 7 to 11, for the purpose of considering ques- 
tions of particular interest to the various branches of the 
transportation industry. 

This meeting will held under the direction of the Chamber’s 
transportation and communication department, and will be pre- 
sided over by A. L. Humphrey, president of the Westinghouse 
Air Brake Company, Pittsburgh. In an invitation to leading 
transportation executives to attend the meeting and participate 
in the discussions, the Chamber’s department asks: 


Are there influences at work which threaten to break down the 
Interstate Commerce Commission and our system of private owner- 
ship of railroads under government regulation? If so how can this 
danger be averted? 


This subject will be discussed by Samuel O. Dunn, editor 
of the Railway Age. 

Resolutions submitted by member organizations for consid- 
eration at the annual meeting on merchant marine, aeronautics, 
highway improvement, railroad labor and railroad rates will also 
be brought up for discussion at this group meeting. 
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! ! Why your competitors are using this service!! 


’ —they save money by this route! 
s Because get quicker deliveries! 
—there is no side-tracking of cars! 
—there is no transshipment of cargo! 
—there is no “red tape”! 
—they can ship trainload lots with the ease of a carload! 
—they can obtain space on short notice! 


Barge Capacity —about 650 gross tons —4 barges — 1 fleet — 2600 gross tons. Nothing less than full barge loads accepted. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, ine. 


N. Y. 0g 25 Broadway, New York City, N. Y. uueune cum 0495 


N. Y. Maritime Exchange BUFFALO OFFICE: Chamber ef Commerce Building BONDED CARRIER 
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BARGE LINE EXPANSION 
The Trafic World Washington Bureau 


Hearings before the House committee on interstate and for- 
eign commerce on the Denison barge line expansion bill were 
declared closed May 2, after Commissioner Eastman had testi- 
fied as to the Ashburn “mandate”*amendment with respect 
to the Commission requiring, without hearing, establishment 
of rates, routes and divisions. Mr. Bastman, who explained that 
he appeared as an individual member of the Commission and 
was not undertaking to speak for the other members of the 
Commission, said he thought provision would have to be made 
for hearings, or orders of the Commission would not “stand up” 
in the courts. After discussing the “mandate” amendment, 
the commissioner expressed some opinions with reference to 
testimony given by C. S. Duncan, economist of the Association 
of Railway Executives. 

Mr. Eastman said the Inland Waterways Corporation was 
subject to the jurisdiction of the Commission to the same extent 
as other water lines operating in interstate commerce. He said 
the Commission had no jurisdiction over the port-to-port rates 
of the barge line, but that the joint rates in which it partici- 
pated with rail carriers were subject to the Commission’s super- 
vision in all respects, except that the Commission could not 
prescribe minimum joint rates of that character. He said the 
power of the Commission to require the establishment of through 
routes and joint rates between connecting rail and water car- 
riers, including the Inland Waterways Corporation, was well 
established and complete. After reviewing the history of the 
barge line cases before the Commission and what the Commis- 
sion had done thus far in the matter of joint rates and routes 
and related matters, Commissioner Eastman said: 


This brings me to the proposed amendment of H. R. 10710, 
which you have asked me to consider. While I have not had time 
to read in any careful way the record of the proceedings before 
the committee on this bill, I understand that the chief purpose 
of this amendment is to give greater assurance to any private 
company that may undertake to acquire the barge lines now operated 
by the Inland Waterways Corporation or to operate new barge lines 
upon the Warrior River or the Mississippi River and its tributaries, 
that joint rates with connecting rail lines and reasonable divisions 
thereof may be secured without undue delay. From what I have 
already said it will, I think, be clear that the Commission already 
possesses ample power to require joint rates between connecting 
rail and water carriers and to fix just, reasonable, and equitable 
divisions of such rates. It will also be clear, I believe, that in 
exercising this power the tendency of the Commission has been to 
encourage to the utmost, so far as it properly and lawfully could, 
the development of transportation on the coast and inland water- 
ways. The proceedings initiated by the Mississippi-Warrior barge 
lines were of unusual size and difficulty, covering, as they did, 
the entire country and introducing a new and complex question, 
namely, that of divisions between the rail and water lines, which had 
not hitherto received any fundamental consideration. There was 
some delay in ‘the disposition of these cases, but not, I believe, any 
undue delay all things considered, and some of the supplementary 
roceedings have been handled in a very expeditious manner indeed. 
n the process precedents have been establishd which will undoubt- 
edly make it easier to handle subsequent proceedings of the same 
character. The case involving service on the upper Mississippi 
River could not, for example, have been disposed of in the com- 
paratively short time in which it was handled, except for these 
precedents. 


The proposed amendment provides, in the first place, that any 
private company desiring to furnish any new service upon the 
waterways in question must first apply to the Commission and ob- 
tain a certificate of public convenience and necessity. No such 
certificate is now required of water lines. To this extent, there- 
fore, the amendment introduces an obstacle to water-line operation 
which does not now exist. It might, however, tend to encourage the 
investment of private capital in such enterprises by reason of the 
protection which it would presumably afford against unnecessary 
duplication of service and destructive competition. I am not in- 
clined to object to such a provision. 


In the second place the amendment provides that when once the 
Commission has granted such a certitficate it “shall thereupon, by 
order, direct all connecting common carriers and their connections 
to join with such water carrier in through routes and joint rates 
with reasonable rules, regulations, and practices, as provided in 
sub-section 3 of section 15 of the act to regulate commerce, as 
amended.”’ I presume the interstate commerce act is meant—and it 
further provides that the Commission ‘‘shall, in such order, fix rea- 
sonable minimum differentials between all-rail rates and joint rates 
in connection with said water service to apply until changed by 
order of the Commission.’”’ This provision goes further than the 
present law, because it apparently contemplates the prescription 
of joint rates where the transportation is wholly by water between 
connecting water lines, something which we cannot now do, and also 
joint rates between water lines and connecting common carriers op- 
erating motor trucks. No provision is made for a public hearing 
or, the taking of evidence, and the Commission is merely directed 
to order all connecting common carriers to join with the water 
line in through routes and joint rates, without specification as to 
whether some through routes and joint rates will satisfy the re- 
quirements or only all possible through routes and joint rates. The 
difficult thing in prescribing such routes and rates is to determine 
the particular routes and rates which should be prescribed. Under 
paragraph (3) of section 15 we are governed by what we find to be 
“necessary or desirable in the public interests.’’ Obviously not all 
through routes or joint rates conform to this standard, and a hear- 
ing and evidence are necessa to determine those which do. The 
present law provides for a “full hearing,’’ but this proposed amend- 
ment does not provide for any hearing, nor does it clearly indicate 
the extent of our authority or the standard by which we shall be 
governed. The same may be said of the provision that the Commis- 
sion shall fix a reasonable minimum differential between the all-rail 
rates and the joint rates with the water line. No provision is made 
for a public hearing nor is any standard indicated by which we 
shall determine what is “reasonable.” 

It does not seem to me that it is practicable for the Com- 
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mission to determine such matters as these, if indeed it would 
be constitutional, without hearings and evidence; and if it be said 
that a hearing is implied or would be discretionary with the Com- 
mission, then the amendment does not seem to carry with it any 
greater guarantee of expedition than does the present law. Upon 
the whole the present law seems to be adequate and I do not see 
how it can be improved upon, unless it-is desired to give us au- 
thority to prescribe joint rates by water between connecting water 
lines or unless it is desired that this class of cases shall be given 
preference over other cases with a view to greater expedition. Both 
of these matters seem to me to be questions of policy for Congress 
to decide, and upon which I have no opinion to express. I do not 
know whether need has been shown for requiring joint rates between 
water carriers, and if Congress should feel that this particular class 
of cases should be given preference over others, we shall do our 
best to comply with such direction. 

The amendment contains one further provision which invites 
comment. It is provided that the Commission shall require the in- 
terested common carriers to enter into negotiations for the purpose 
of establishing equitable divisions of the joint rates required, and 
if they are unable within 90 days to agree, then that the Commis- 
sion “shall, by order, determine and establish reasonable divisions 
based upon the relative value and cost of the service as well as the 
needs of the individual carriers, to become .effective coincident with 
the effective date of the joint rates.’’ This adds nothing to the 
existing law, it seems to me, except that we are authorized to require 
the carriers to enter into negotiations, for whatever that may be 
worth, and also to fix the division, apparently without a public hear- 
ing. The law now requires a “full hearing.’’ The amendment further 
changes the list of matters to be taken into consideration in fixing 
divisions, as set forth in the present law. We are now required to 
give due consideration, among other things, to the efficiency with 
which the carriers concerned are operated, the amount of revenue 
required to pay their respective operating expenses, taxes, and a 
fair return on their railway property held for and used in the service 
of transportation, and the importance to the public of the trans- 
portation services of such carriers and also whether any particular 
participating carrier is an originating, intermediate, or delivering 
line, and any other fact or circumstance which would ordinarily, 
without regard to the mileage haul, entitle one carrier to a greater 
or less proportion than another carrier of the joint rate, fare or 
charge. The amendment confines us to the consideration of the “‘rel- 
ative value and cost of the service as well as the needs of the in- 

eliyidual carriers.”’ It does not seem to me that we should be so 
‘fonfined. Anything that has a beasg upon what is just, reason- 
able, and equitable ought to be considered, as it can be under the 
present law. Moreover the use of this single standard might easily 
complicate the situation, for it might be very difficult indeed to ascer- 
tain the cost and value of the service afforded by ‘‘each individual 
carrier,” as a great number might be involved, to say nothing of 
the “needs” of each such carrier. In the case of a water line about 
to begin operation it would be particularly difficult to obtain data 
as to cost of operation. As for carrier “needs,’’ the Supreme Court 
has held that in fixing divisions between connecting rail lines, we 
may take into consideration financial needs, but it seems to me to 
be one thing to require connecting carriers to contribute in this way 
to the support of an established rail line with various communities 
dependent upon it for life, and quite another thing to compel them 
to contribute to the ‘needs’? of a new competitor upon an inland 
waterway furnishing only additional service to communities already 
supplied with service. It does not seem to me that what is proposed 
is an improvement upon the present law so far as the matter of 
divisions is concerned. 


I have only one or two more observations to make. I note that 
the rail — think it unjust that they should be required to sur- 
render their long haul by turning the traffic over to a water line. 
a apparently feel that they should be protected against short- 
hauling in the case of through routes and joint rates with water 
lines, as they are in the case of through routes and joint rates with 
other rail lines. If any change is to be made in the law in this re- 
spect, my personal opinion is that the protection against short-haul- 
ing should be wholly eliminated in the case of rail lines as well as 
in the case of water lines. Railroads have no constitutional right to 
a long haul, but only a statutory right of which they can be deprived 
at any time at the will of Congress. I have never been able to see 
how any public interest is subserved by protecting .the long haul, 
nor why the traffic should not move, if shippers so desire, over routes 
that are reasonably direct and economical regardless of whether 2 
particular carrier is short-hauled. In the case of water lines there 
is especial reason for eliminating this protection against short-haul- 
ing, Somisee such lines cannot ordinarily protect themselves, as rail- 
roads can, by building or acquiring connecting rail lines which are 
needed as feeders. We had this to say upon this point in our original 
report in the barge line cases, 77 I. C. C. 317, at page 355: 

“However, the law now authorizes us to require the establishment 
of through rail-and-water routes and joint rates which short-haul a 
rail carrier, and the reasons are evident. If a water route were de- 
pendent for feeders upon rail lines which can deliver traffic to it 
without short-hauling themselves, it would draw little traffic from 
the interior except at ports, like St. Louis, which happen to be a 
meeting point of rail lines serving different territories. Carrying 
this thought to its logical conclusion, if the rail lines of the country 
were owned by a great many independent companies, the water route 
would have a liberal supply of feeders; but if the rail lines were all 
one consolidated system, it would be wholly deprived of feeders. Yet 
its status as a useful and economical means of transportation would 
be the same in the one event as in the other. - 


“Clearly the usefulness of water routes to interior points ought 
not to be dependent upon the extent to which rail lines are con- 
solidated, and Congress has wisely recognized this in the law. It 
follows, whatever may be the case as between rail lines, that joint 
rates over rail-and-water routes ought to be divided without regard 
to the extent to which rail carriers may be short-hauled, and not 
upon a plan designed to discourage or render impracticable the use 
of such joint rates.” 


I also note that Dr. Duncan in his testimony urged that ‘‘before 
additional appropriations are made and further commitment of the 
government in water transportation service, competing with private 
enterprise by rail, there should be set up a proper governmental 
system of regulation through the Interstate Commerce Commission. 
I am not sure what he means by this. As I have already explained, 
the Inland Waterways Corporation is subject to the same regulation 
with respect to accounts, rates, and service as other water carriers. 
I judge, however, that he thinks certain costs should included 
in the accounts which do not now appear there, and I shall comment 
briefly upon some of the items which he mentions: 

(i) The cost to the federal taxpayer of maintaining a navigable 
channel. My understanding is that this cost is by no means incurred 
for the benefit of the Inland Waterways Corporation alone. Nor 
is it customary for water lines to include such costs in their ac- 
counts. The accounts of the water lines on the Atlantic coast con- 
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trolled by the Southern Pacific, Central of Georgia, and New Haven 
railroads, for example, do not include the cost to the government 
of harbor improvement, light house protection, and the like. ‘ 

(2) Fixed charges on the government investment in floating equip- 
ment and terminals. If there are such fixed charges, they should 
be shown, but not all debt is subject as a matter of accounting to 
a fixed interest charge. Large advances are frequently made, for 
example, by railroad companies to subsidiaries upon which no fixed 
interest charges are reckoned. * 

(3) The cost to thé municipal taxpayers of providing local ter- 
minals at less than cost. It is not an unusual thing for munici- 
palities or states to provide railroads with land or other facilities at 
cost, and at one period of our history such grants in aid were very 
extensive. So far as I am aware, the railroads have never shown 
them in their accounts as part of their costs. 

(4) The sacrifice of local, state, and federal taxes that would be 
paid by a private corporation. If the Inland Waterways Corpora- 
tion does not now pay taxes, perhaps it should be required to pay 
them, but I am unable to see how we could require it to account for 
something that it does not pay. My understanding, however, is that 
taxes are not a very large item in the case of water carriers. 

(5) An adequate depreciation reserve. This is to me an amusing 
item. As a matter of fact the Inland Waterways Corporation now 
has a depreciation reserve of more than $1,000,000, and it is being 
accumulated more rapidly than in the case of various privately- 
owned water lines. In the original barge line cases the rail carriers 
criticized the barge line’s provision for depreciation as too large. 
What makes this contention amusing, however, is that I have sat 
for days in hearings upon the subject of depreciation charges, and 
have heard railroad accountants and even railroad presidents testify 
in great numbers and at great length that there is no such thing 
as depreciation in the case of a properly maintained property and 
no occasion for a depreciation reserve in the case of fixed property 
or even in the case of equipment. 


Mr. Eastman, in discussion with members of the committee, - 


said he did not think all joint rail and barge routes would be in 
the public interest. For example, he did not think that a route 
from New York to Cairo, Ill., by rail and thence by barge to 
St. Louis, would be in the public interest. 

When Representative Denison repeated what had been said 
before in the hearings as to the delay in establishing joint 
traffic arrangements between the railroads and the barge lines, 
Mr. Eastman indicated that he thought a great deal of progress 
had been made and that principles and precedents had been 
established that would make it easier to deal with rates in the 
future. If Congress wished to do it, said the commissioner, it 
could provide that the Commission should decide the rail-barge 
cases as soon as possible. 

Mr. Denison said the government, as operator of the barge 
lines, could stand the expense involved in delays with respect 
to settlement of cases, but that private operators could not 
and that was why the amendment under discussion had been 
proposed. Mr. Eastman did not think that the cost to the gov- 
ernment of the rate litigation. had been great. He expressed 
the opinion that the government had paved the way for sim- 
plified procedure for private lines. The commissioner also had 
the impression that the barge lines had made progress with 
the railroads in establishment of joint relations. 


Representative Garber, of Oklahoma, raised the question as 
to the effect of barge line competition on rail revenues at in- 
terior points—whether the result might not be higher rail rates 
for the interior. Mr. Eastman said if the rail revenues were 
affected to such an extent that increases were necessary, of 
course, rates would go up. He said the water lines, on the 
other hand, might increase general prosperity and that rail rate 
increases might not be necessary. 


Committee Action 


The House committee on interstate and foreign commerce 
got busy on the Denison barge line expansion bill in executive 
session May 3—the day after the close of the hearings on the 
bill—and tentatively reached agreement with respect to several 
important provisions. No action was taken with reference to 
the request of the railroads that the cost of the government’s 
yg Pg operations be ascertained before action was taken on 
the 1. 

The Ashburn “mandate” amendment was redrafted to meet 
objections outlined to the committee by Commissioner Eastman 
with respect to hearings on rates, routes and divisions. Repre- 
sentative Denison, of Illinois, in charge of the bill, said the 
revised amendment would provide for the Commission ordering 
in rates, routes and divisions, but that carriers would have the 
opportunity to complain of such action and, if they did go, 
hearings would be held. The amendment would require the 
Commission to expedite such cases. The amendment, tenta- 
tively agreed to by the committee, follows: 


Any person, firm, or corporation, including the Inland Water- 
ways Corporation, engaged or about to engage in conducting a com- 
mon carrier service upon the Warrior River or the Mississippi River 
or any tributaries thereof, may apply to the Interstate Commerce 
Commission and upon a hearing and showing as required under section 
1 of the act to regulate commerce, as amended, obtain a certificate of 
public convenience and necessity, and the Interstate Commerce Com- 
mission shall thereupon, by order, direct all connecting common car- 
riers and their connections to join with such water carrier in through 
routes and joint rates with reasonable rules, regulations, and prac- 
tices, as provided in subsection 3 of section 15 of the interstate com- 
merce act, as amended, and the Commission shall, in such order, 
fix reasonable minimum differentials between all rail rates and joint 
rates in connection with said water service to apply until changed 
by order of the Commission; except that said joint routes, rates, 
rules, regulations, and practices may be changed by mutual consent 
of the water carriers and the other participating carriers. The Com- 
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mission shall further require the interested common carriers to enter 
into negotations for the purpose of establishing equitable divisions 
of the aforesaid joint differential rates within thirty days after such 
joint rates are established, and if the carriers are unable to agree 
upon equitable divisions within 90 days from date of publication, 
the Commission shall, by order, determine and establish reasonable 
divisions: to become effective coincident with the effective date of 
the joint rates. The Commission is hereby given authority upon com- 
plaint, at once, and if it so orders without answer or other formal 
pleading by the interested carrier or carriers, but upon reasonable 
notice, to enter upon a hearing concerning (1) the reasonableness or 
lawfulness of any through route, or joint rate filed pursuant to 
such order of the Commission, or (2) the reasonableness of any mini- 
mum ‘differentials between all rail rates and joint rates in connection 
with any water service; or (3) the reasonableness of any division 
of joint rates ordered by the Commission under the provision of this 
act, and after full hearings the Commission may make such order with 
reference to any such matters as it may find to be proper and in 
the public interest. At any such hearing the burden of proof con- 
cerning the unreasonableness or unlawfulness of any through route, 
joint rate, minimum differentials between all rail rate and joint 
rate in connection with water service, or division of joint rates, shall 
be upon the carrier or carriers making the complaint; and the Com- 
mission shall give the hearing and decision of such questions pref- 
erence over all other questions pending before it, except such ques- 
tions as are given like preference by law, and decide the same as 
speedily as possible: Provided, That if the Inland Waterways Cor- 
poration sells or leases its transportation facilities or any part there- 
of- to any person, firm, or corporation to be operated as a common 
carrier, such person, firm, or corporation shall be entitled to a cer- 
tificate of public convenience and necessity upon making application 
therefor; and all through traffic arrangements and joint tariffs with 
rules, regulations, and practices in connection therewith published by 
the Inland Waterways Corporation and filed with the Interstate Com- 
merce Commission ‘and participated in by other carriers shall remain 
in full force and effect between such carriers, and the person, firm, 
or corporation purchasing or leasing such transportation facilities 
from the Inland Waterways Corporation and operating the same as 
common carriers until changed by order of the Commission, except 
that such through traffic joint tariffs, with rules, regulations, and 
practices therewith, may be changed by mutual consent of the water 
earrier and the other participating carriers. Joint rail and water rates 
as herein used shall be deemed to include every movement of traffic 
in which a water line can participate. 


The committee also tentatively agreed on an amendment 
providing for sale or lease of the government barge’ lines by 
the executive department of the government, without reference 
of the question to~Congress, after stipulated conditions as to 
adequate channels, terminals and rates and routes had been 
met. The committee was of the opinion that there would be 
little chance for passage of the bill if disposal of the barge 
lines were left to Congress, because of the contention that would 
be raised that that would mean practically permanent govern- 
ment operation. The bill, as tentatively approved, increases the 
capitalization of the Inland Waterways Corporation from $5,000,- 
000 to $15,000,000, and provides for extension of the barge serv- 
ice to tributaries of the Mississippi River. Passage of the bill 
by the House at this session was predicted by Representative 
Denison. 

Bill Favorably Reported 


# favorable report on the bill as tentatively approved Thurs- 
day was ordered Friday by the committee. The tentative 
draft of the bill was introduced as H. R. 13512, by Mr. Denison. 
A few changes in phraseology ‘were made in the text, but they 
did not’ change the effect of the bill. It was said that there 
was some opposition in the committee to the bill. A record 
vote was not taken when it was favorably reported. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period April 
15-22, inclusive, was 340,608, according to the car service division 
of the American Railway Association. No shortage was re- 
ported. The surplus was made up as follows: 


Box, 114,734; ventilated box, 892; auto and furniture, 16,423; total 
box, 132,049; flat, 7,289; gondola, 85,724; hopper, 73,704; total coal, 
159,428; coke, 1,433; S. D. stock, 19,612; D. D. stock, 3,325; refrigerator, 
14,900; tank, 489; miscellaneous, 2,083. 


Canadian roads reported a surplus of 16,500 box, 100 flat, 
100 gondola, 900 S. D. stock, 400 refrigerator and 393 miscel- 
laneous cars. 


ROLLING STOCK ADDITIONS 


Class I railroads in the first three months this year installed 
465 locomotives, according to reports filed by the carriers with 
the car service division of the American Railway Association. 
Compared with the corresponding period last year, this was an 
increase of 18 locomotives but a decrease of 105 compared with 
the corresponding period in 1926. For the month of March alone, 
the railroads placed in service 140 locomotives compared with 
142 in March the year before. Locomotives on order on April 
1 this year totaled 137 compared with 244 on the same date 
last year. 

Freight cars installed.in service in the first three months 
in 1928 totaled 10,064 compared with 15,796 for the same period 
in 1927 and 21,363 for the same period in 1926. Freight cars 
installed in March this year totaled 4,032 compared with 5,175 
in March, 1927. The railroads on April 1 had 25,248 freight 
cars on order compared with 27,255 on the same date last year 
and 49,524 on the same date in 1926. 

These figures as to freight cars and locomotives include new 
and leased equipment. 
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EMERGENCY BOARD FOR ORIENT 


The Traffic World Washington Bureau 


Acting under the railway labor act, President Coolidge has 
created an emergency board to investigate and report as to a 
dispute between the Kansas City, Mexico & Orient Railroad 
Co. and train service employes that threatens to interrupt sub- 
stantially interstate commerce in the states of Kansas, Okla- 
homa and Texas along the line of the Orient. This is the first 
time since the passage of the railway labor act that an emer- 
gency board has been created. 

The President was notified by the Board of Mediation that 
the dispute had not been heretofore adjusted under the pro- 
visions of the railway labor act, and that substantial interrup- 
tion of interstate commerce was threatened. By proclamation, 
the President created a board to be composed of five persons 
not pecuniarily or otherwise interested in any organization of 
railway employes or any carrier, to investigate the dispute and 
report its findings to him within 30 days from April 28. The 
members of the board will be paid $100 each for every day 
“actually employed with or upon and on account of travel and 
duties incident to such board.” The members also will be 
reimbursed for necessary expenses. 

The President acted under section 10 of the railway labor 
act, providing for appointment of emergency boards. The last 
sentence of section 10 provides: 


After the creation of such board and for thirty days after such 
board has made its report to the president, no change, except by 
agreement, shall be made by the parties to the controversy in the 
conditions out of which the dispute arose. 


This is the “statug quo” provision of the act that advocates 
of the legislation told Congress would prevent a strike during 
the 30 days an emergency board investigated and for 30 days 
thereafter. 

At the end of the 60-day period, there is nothing to prevent 
the employes from striking. In the hearings on the railway 
labor bill the argument was made that the findings of an emer- 
gency board might result in one side receding from the posi- 
tion taken by it theretofore in the dispute and thus the way 
would be paved for a settlement. The findings of an emergency 
board are not binding in any way on the railroads or the em- 

loyes. 

" "The Orient dispute arises out of the fact that the railroad 
has been paying less than the standard wages. The four big 
brotherhoods declined to permit the question of wages to go 
to arbitration. 

President Coolidge May 4 announced the appointment of 
the following as members of the emergency board created to 
report on the dispute between the Orient and train service em- 
ployes: James R. Garfield, of Cleveland; Carl Williams, of 
Oklahoma City; Justice H. B. Dibell, of St. Paul; Arthur 
Thatcher, of St. Louis; and Professor D. R. Dewey, of Massa- 
chusetts Institute of Technology. 


NORTHWEST ADVISORY BOARD 


Optimism as to grain crops, agricultural conditions, business 
and industrial activity, and freight traffic volume in the north- 
west characterized addresses and committee reports at the 
twenty-third formal meeting of the Northwest Shippers’ Ad- 
visory Board April 24 at Watertown, S. D. 

Rail transportation conditions throughout the board’s ter- 
ritory are excellent and no major complaint has been filed by 
a shipper in recent months, according to the report of the car 
service division of the American Railway Association. The 
movement of grain from country elevators has continued un- 
usually heavy in the late winter and early spring of 1928, but 
has been handled by the railroads, with cooperation of shippers 
through the board, with 100 per cent efficiency, the joint terminal 
grain committee said. 

Speakers included George R. Martin, of St. Paul, vice-presi- 
dent of the Great Northern, and Dr. C. W. Pugsley, of Brookings, 
S. D., president of the South Dakota State College of Agriculture. 
Mr. Martin traced a picture of the improvement in railway equip- 
ment and service in the northwest in the last six years, em- 
phasizing the efforts and expenditures made by the carriers in 
the interests of better transportation but bestowing credit on 
the board and its members for their share in the transformation. 

Dr. Pugsley presented an analysis of the agricultural situa- 
tion in South Dakota, stressing the progress made by farmers 
of the state in the direction of year-round prosperity, through 
scientific diversion of their operations. South Dakota measured 
a big stride in the direction of old-time agricultural stability 
last year, through the ‘marketing of a good grain crop, but an- 
other good harvest or two is needed to enable the state to regain 
the ground lost in a succession of short crop years, he said. 

That soil, moisture, and seeding conditions promise a bounti- 
ful harvest for Minnesota and the Dakotas this year, provided 
normal weather prevails in the next three months, was the con- 
sensus of the reports of the board’s state vice-chairmen—W. H. 
Perry, of, Minnesota, A. W. Tompkins, of South Dakota, and 
R. F. Gunkelman, of North Dakota. Heavy snowfalls and some 
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rain in March and April gave northwest farms a thorough soak- 
ing, created reserve as well as surface moisture, benefited win- 
ter wheat and rye, and put the land in good shape for seeding 
of spring grains. The storms delayed farm work, but sunshine 
in recent weeks has permitted farmers to resume field work. 

A good delegation of board. members from Minneapolis, St. 
Paul, Duluth and other Minnesota cities attended the meeting, 
but the feature was a turn-out of over 200 business men and 
farmers from Watertown and other South Dakota communities. 
This indication of interest in the board’s work of promoting 
cooperation between freight shippers and their railroads was 
welcomed by officers as indicating success of the organization’s 
efforts in South Dakota.« ‘ 

J. F. Reed, general chairman of the board, presided. Curtis 
L. Mosher, chairman of the executive committee, announced 
the resignation of Frank Milhollan, of Bismarck, N. D., from 
the executive and grain committees. Mr. Milhollan, who retired 
recently from the chairmanship of the North Dakota commis- 
sion, is leaving the northwest to make his home in Omaha, 
where he has been elected president of the Central West Public 
Service Company of Nebraska. 

General favorable reports of the various phases of agri- 
cultural, live stock, financial, and manufacturing situations, indi- 
cating sustained activity for the remainder of 1928, were sub- 
mitted by committee chairmen, as follows: Grain, Frank R. 
Durant; finance, Governor W. B. Geery, of the Federal Reserve 
Bank of Minneapolis; flour, feed, and hay, M. H. Strothman; 
potatoes, R. F. Gunkelman; live stock, L. W. Kube; lumber, 
A. A. D. Rahn; coal, A. B. Pratt; cement, E. R. Strassburg; 
dairy products, J. H. Shaw; paper, W. N. Webb; miscellaneous 
products, Lee Kuempel; agricultural implements, W. C. Rich; 
iron and steel, J. N. Deller; canned goods, T. S. Loughery; 
stone, J. L. Shiely; fruit, P. S. Hendrickson. 


CENTRAL WESTERN BOARD 


The next regular meeting of the Central Western Shipping 
Advisory Board will be held in the Hotel Colorado, at Glen- 
wood Springs, Colorado, June 28. A meeting of the executive 
committee and of the newly organized agricultural council 
will be held the day preceding the regular meeting. Ac- 
cording to the announcement this will be the most important 
meeting of the year, in so far as shippers are concerned, be- 
cause of the arrangements that will be made for handling the 
ever-increasing volume of perishable products originated within 
the territory. Plans for supplying refrigerator cars to move 
the peach, apple and vegetable crops of Colorado and Utah, 
the apple, prune and vegetable crops of Idaho, and box and 
stock cars for the grain, live stock and miscellaneous crops 
of Nebraska and Wyoming will be made in detail. 

The usual reports of the railroads will be heard, indicating 
the condition of their rolling stock, motive power and other 
facilities, also what preparations they are making to meet 
shippers’ needs during the rush season of July, August and 
September. 

Subjects such as the adequacy of storage facilities at point 
of origin (especially for perishables), heavier loading of equip- 
ment, orderly processes of marketing, and distribution and re- 
lated problems will be discussed. 

Arrangements are being made to entertain the largest dele- 
gation that has ever attended this board meeting. Over five 
hundred are expected. 

The Glenwood Springs Chamber of Commerce will have 
charge of local arrangements. 


DRY GOODS TRAFFIC MEN’S MEETING 


The convention of the Traffic Group of the National Retail 
Dry Goods Assooiation will be held at the Hotel Statler, De- 
troit, May 7, 8 and 9. The meeting this year coincides with 
those of two other groups of the association—the Store Man- 
agers’ Division and the Personnel Group—and a number of joint 
sessions will be held. 

Ray Morton Hardy, president of the Better Business Insti- 
tute, Lansing, Michigan, will speak at the first joint session, 
at 10:00 a. m., May 7, on “Convention Dividends.” The other 
speaker at this meeting will be J. H. Paswaters, chairman. of 
the Store Managers’ Division, of James A. Hearn & Son, New 
York, who will speak on selling methods. B. G. Hawkins will 
preside at the joint session on the evening of the same day, 
where the special feature will concern cash registers and tube 
systems, and where a question box and general discussions will 
be in evidence. -At the noon luncheon, May 8, Lew Hahn, 
managing director of the association, will deliver a message 
from the Association. The final joint session will take place 
that evening with W. H. Leffingwell, president, Leffingwell Ream 
Co., New York, and L. W. Haskell, Dodge Brothers, Detroit, 
reading papers on time study methods for office and shop 
workers. 

The Traffic Group will hold a joint session with the store 
managers at 11:00, on the morning of May 7, at which J. H. 
Macleod, vice-president, the Hinde & Dauch Paper Co., Sandusky, 


Ohio, will speak on “Greater Net Profits from Use of Fibre Ship- . 
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GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 


many advantages, particularly in billing all customs and 
ineideunat charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 
F. N. Puente, Gen. % A. Horcasitas, Com. Agt. 
441 Monadnock Bldg. 414 Whitney Bank Bldg. 
San Francisco, Calif. New Orleans, La. 
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ping Containers and Unit Packing,” and L. G. Macomber, director 
of traffic and transportation, Detroit Board of Commerce, will 
speak on “An Efficient Traffic Department as a Profit Maker.” 
The afternoon traffic session will be under the chairmanship of 
M. Forman, R. H. Macy & Co., Inc., New York. The question 
of unit packing will be discussed by Mr. Forman, KE. D. Hussey, 
Jordan Marsh Co., Boston; Arthur D. Bibbs, The Halle Brothers 
Co., Cleveland, and A. Straus, Gimbel Brothers, New Yofk. 
Warren F. Kimball, director of insurance for the association, 
will speak on “Latest Developments in Transit Insurance”; T. 
C. Smith, chairman of the freight claim division of the A. R. A., 
will speak on “The Forward Step Railroad Claim Department— 
A Builder of Good Will”; and a speaker yet to be announced 
will discuss “The Training of Supervisors for Marking Depart- 
ments.” 

On the morning of May 8 the traffic session will be under 
the chairmanship of Mr. Bibbs. I. F. Henry, Jr., Strawbridge 
& Clothier, Philadelphia, will speak on “The Value of Standard- 
ized Marking.” B. Eugenia Lies and William J. Pilat, both of 
R. H. Macy & Co., Inc., will discuss “Receiving Department 
Operating Cost Reduction Through Motion Study Analyses of 
Handling Methods,” talks which will be illustrated with motion 
pictures, and which will be followed by a discussion led by 
L. T. Thomson, A. I. Namm & Son, Buffalo, N. Y. E. F. Cos- 
eriff, W. T. Grant Co., New York, will close this meeting with 
a dizcussion on “The Traffic Department of a Chain Store 
Oi ganization.” 

Mr. Henry will be chairman of the afternoon meeting of the 
traffic group on May 8. Miss M. A. Eyers, L. Bamberger & 
Co., Newark, N. J., will illustrate her talk on “A Planned Sta- 
tionary Table Layout for a Traffic, Receiving and Marking De- 
partment” with charts. Mr. Bibbs will supplement her talk with 
a talk on “Our Portable Table Layout.” Speakers not yet an- 
nounced will talk on “Net Profits Increased by an Efficient Re 
ceiving and Marking Department,” and “Use of Part-Timers or 
Contingents in Reducing Market Costs.” The results obtained 
through the co-operative action of local traffic units will be 
described by W. A. Baker, Mier & Frank, Portland, Ore., for 
the Western Traffic Conference; Fred Gabriel, B. Altman &- Co., 
‘New York, for the Metropolitan Traffic Conference, and E. D. 
Hussey,*Jordan Marsh Co., Boston, for the Boston Traffic Unit. 

Mr. Hussey will be the chairman at the morning session, 
May 9. Routing systems will be discussed by Ernest Johnston, 
R. H. White Co., Boston; R. Schultz, R. H. Macy & Co., Inc., 
and John Williams, The Eleto Co., New York. S. Newman, 
Stix, Baer & Fuller, St. Louis, will speak on “Invoice Control in 
the Receiving Department,” and F. G. Brown, The J. L. Hudson 
Co., Detroit, on ‘““Remarking of Warehouse Merchandise.” A 
speaker not yet selected will discuss “Economical Operation of 
Stock Rooms.” Members of the group will spend the afternoon 
visiting the Detroit stores. 








MEN IN TRANSPORTATION 


After the Supreme Court of the United States decided, in 
1925, that state commissions could not restrict the operation of 
motor vehicles in interstate commerce, four main groups in 
favor of interstate regulation of the common carrier by motor 
vehicle—the steam railroads, the state commissions, the elec- 
tric railways, and the bus operators, represented by the bus 
division of the American Automobile Association—decided to 
cooperate in the framing of proposed legislation. In the con- 
ferences that followed, the steam railroads were represented by 
Alfred P. Thom, Jr., general solicitor of the Association of 
Railway Executives, who summed up the position of the railroads 
at the close of the hearings on the pending Parker bus bill before 
the House committee on interstate and foreign commerce. 


In connection with his duties as general solicitor of the 
association, Mr. Thom appears on behalf of the railroads in 
proceedings before congressional committees and the Interstate 
Commerce Commission. He participated in the hearings on the 
series of bills proposing changes in the interstate commerce 
act and the transportation act that finally, with modifications, 
were put into the Newton omnibus bill passed at the last ses- 
sion of Congress. When serious consideration was being given 
to bills providing for adoption of the metric system of weights 
and measures, he pointed out to the congressional committees 
holding hearings on such measures what the effect of such a 
change in the system of weights and measures would be on 
the railroads. Opposing the legislation, the railroads said its 
adoption would cost them many millions of dollars. Congress 
has not yet seen fit to pass a metric system -bill. 


With his father, Alfred P. Thom, Sr., Mr. Thom appeared 


for the railroads in the train control hearings before Commis- 
sioners Eastman, Esch and McManamy. - 


Mr. Thom was born at Norfolk, Va., December 3, 1883. He 


attended the Norfolk Academy and, after- being graduated at 
Yale, in 1906, studied law at the University of Virginia, where 
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he was graduated in 1909 with the degree of bachelor of laws. 
He began his railroad experience as a law clerk in the general 
solicitor’s office of the Southern Railway at Washington, D. C. 
In a short time he went to Norfolk to engage in the general 
practice of law, and later became a member of the firm of 
Williams, Tunstall and Thom. 

In August, 1917, Mr. Thom became an attorney-examiner 
for the Federal Trade Commission, and in June of the following 
year he opened, organized and took charge of the New York 





ALFRED P. THOM, JR. 


office of that commission. He remained with the Federal Trade 
Commission in charge of the New York office until April 1, 
1920, when he accepted the position of general solicitor of the 
Association of Railway Executives.—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


A tentative program for the sixth annual meeting of the 
Associated Traffic Clubs of America provides for morning and 
afternoon business sessions at the Palace Hotel, San Francisco, 
June 12; a bay trip and luncheon aboard bay steamers at noon, 
and at 4:45 P. M. a trip on the Northwestern Pacific boat to 
Tamalpias, dinner and dance at the Tavern and return to Mill 
Valley by gravity car. The morning and afternoon sessions, 
June 13, will be held at the Athens Athletic Club, Oakland, and 
the noon luncheon will be held there. The afternoon session will 
be followed by an automobile trip to the East Bay district. Fol- 
lowing that a “Get Together” will be held at the Transportation 
Club, San Francisco, and dinner will be served aboard the 
Ocean Steamship at 7:00 P. M. A “Jinks” will be held at the 





‘Transportation Club at 10:00 P. M. On June 14 there will be 


a “San Francisco and Peninsula Auto Trip,” golf tournament and 
theater party. 

The Traffic Club of Kansas City held a meeting at the 
Kansas City Athletic Club May 1. George Hannauer, president 
of the Boston and Maine, was the speaker. He discussed New 
England as the “work shop of the nation.” He was accom- 
panied by N. W. Hawkes, vice-president in charge of traffic, and 
P. J. Mullaney, general freight agent, of the Boston and Maine. 








The Traffic Study Club of the Traffic Club of Atlanta held 
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a meeting at the Chamber of Commerce April 25. A. J. Young, 
assistant traffic manager, International Agricultural Corporation, 
spoke on “The Functions of an Industrial Traffic Manager,” 


Hank Cower, of the Atlanta Joint Terminals, spoke on “Freight : 


Diversions While in Transit.” The next meeting will be held 
May 9, at which time a special feature moving picture will be 
shown. é 
The Women’s Traffic Club of San Francisco held a meeting at 
the Women’s City Club May 3. Edward F. Flynn, assistant to 
vice-president and general counsel, Great Northern, was the 
speaker. A number of amendments to the by-laws were voted on. 








The Traffic Club of Wichita held a meeting at the Wichita 
Club May 3. D. L. Mullen, traffic manager, The Kansas Milling 
Company, spoke on “The American Merchant Marine.” 





The Traffic Club of New York has made arrangements for 
new club quarters in the Hotel Park Central, 55th St. and 
Seventh Ave. The new quarters will provide about three times 
the floor space of the old quarters in the Waldorf-Astoria. In 
part the announcement reads as follows: “The rooms are high 
above the street and secluded from noises and as quiet and 
serene as a country club, with an unequaled outlook, both over 
the eastern and western sections of the city. Details are being 
worked out to afford the members every comfort offered by a 
club and it is expected that the quarters will be ready for 
occupancy by July 1.” 





The Traffic Club-of Atlanta held a dinner-dance at the 
Atlanta Athletic Club May 4. Prizes were awarded for the 
best waltz and fox trot. A luncheon will be held at the Atlanta 
Athletic Club May 7. It will be sponsored by the Atlanta and 
West Point-Georgia Railroad Orchestra. The speakers will be 
W. H. Vincent, comptroller, A. & W. P.-G., and S. R. Young, 
assistant chief engineer, A. & W. P.G. A barbecue and golf 
tournament will be held at the West End Golf Club May 18. 
There will be a large number of prizes. 





The Traffic Club of St. Louis will make a trip to Jefferson 


City, Mo., May 17. The Missouri’ Pacific train will leave the 
Union Station at 8:00 A. M. L. B. Banks, general agent, South- 
ern Pacific, will accompany C. B. Hesse, as a representative of 
the club, to the annual meeting of the Associated Traffic Clubs 
of America at San Francisco. 





The Cincinnati Traffic Club and the Traffic Club of South 
Bend have ratified the resolutions adopted by the Associated 
Traffic Clubs of America at the Richmond meeting, pertaining 
to consolidation of the railroads and the Hoch-Smith resolution. 





The Milwaukee Traffic Club will hold a dinner-dance and 
card party at the Wisconsin Club May 21. 





The Traffic Club of Tulsa held a luncheon at the Mayo 
Hotel May 1. A four-reel picture, “The Trail of the Iron Horse,” 
was shown, through the courtesy of the B. & O. Entertainment 
was furnished by C. E. Grounds H. L. Armstrong, assistant 
traffic manager, Skelly Oil Company, was in charge. 





The Traffic Club of Minneapolis held a luncheon at the 
Nicollet Hotel May 3. Following the luncheon, a trip was made 
through the mills of the Washburn-Crosby Company. 





At a recent meeting of the Traffic Club of Sioux City, action 
on the resolution of the Associated Traffic Clubs of America 
pertaining to the Hoch-Smith resolution was deferred indefi- 
nitely. At a meeting April 25, W. F. Ingraham, superintendent, 
Fairmont Creamery Company, was elected president, and J. B. 
Roberts, traffic manager, Flanley Grain Company, was elected 
secretary-treasurer. ; 





The Traffic Club of Memphis will hold its fourth annual 
golf tournament at the Colonial Country Club May 28. The 
play will be in foursomes, starting at 10 A. M. No players will 
be permitted to start later than 2:30 P. M. Prizes will be 
awarded similar to those of last year “with more and better 
prizes” and a large number going to those who play what is 
termed “business men’s” golf. 





The new public affairs committee of the Traffic Club of 
Chicago has adopted a tentative program for educational meet- 
ings for the first half of the club year. The plan. calls for a 
luncheon meeting each: month at which some speaker of prom- 
inence will talk on a subject of general interest—not necessarily 
connected with transportation—and an evening open forum 
meeting each month at which questions in which mémbers are 


vitally interested will be discussed and to which members of 
the junior traffic club will be inyited. J. P. Haynes is chair-. 
man of the committee and H. A. Palmer is chairman of *a’sub- * 


committee to arrange for the open forum meetings. A noon- 
day luncheon will be held at the Palmer House May 11. “Chi- 
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cago, the Marvel City” will be presented by The Chicago Plan 
Commission, of which Eugene S. Taylor is manager. Stereopti- 
con views will be shown of plans under way to make Chicago 
“the most beautiful city in the world.” The following have been 
invited as guests: James Simpson, chairman, Chicago Plan 
Commission; Albert A. Sprague, vice-chairman, Chicago Plan 
Commission; Michael Zimmer, member, Chicago Plan Com- 
mission; J. E. Gorman, president, Rock Island; E. H. Lee, presi- 
dent, Chicago & Western Indiana; Hale Holden, president, C. 
B. & Q.; Fred W. Sargent, president, C. & N. W., and T. B. 
Hamilton, vice-president, Pennsylvania. 





The Traffic Club of Baltimore held a meeting at the South- 
ern Hotel May 1. Commodore W. T. Hemsley, president, Mary- 
land Yatch Club, was the speaker. A film, “Railroading in 
Germany,” was shown. The machfne and operator for display- 
ing the picture were furnished by T. M. Jones, of the B. & O. 
N. J. Elliott, division freight agent, Pennsylvania, and A. J. 
Brannen, general freight agent, Chesapeake Steamship Company, 
have been selected as delegates to the sixth annual meeting of 
the Associated Traffic Club of America at San Francisco. 





The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel May 1. Dr. Robert M. Weidenhammer, of the 
school of business administration, University of Minnesota, 
spoke on “Some Aspects of International Economic Reconstruc- 
tion.” 





The Junior Traffic Club of St. Louis held a “joint member- 
ship and business meeting” at the Warwick Hotel May 1. An 
“Industrial Tour’ through the new plant of the Ward Baking 
Company was held May 2. The ladies were invited. 





The Co-Operative Traffic Association of New York will hold 
“Agents’ Night” on May 10, at 68 Lexington Avenue. A large 
number of New York agents have arranged to be present. An 
invitation is extended to all agents and traffic men. An in- 
teresting program has been arranged, with several social 
features, by the entertainment committee. 





The following will represent the Traffic Club of Denver at 
the annual meeting of the Associated Traffic Clubs of America 
at San Francisco: R. W. Lentz, traffic manager, Swift and Com- 
pany; A. Drehos, commercial agent, N. & W., and G. H. Work, 
traffic manager, Colorado Milling and Elevator Company. The 
club extends an invitation to all delegates to the annual meeting 
of the Associated Traffic Clubs of America to visit with it while 
passing through Denver, either on the trip to or from San 
Francisco. 





The Toledo Transportation Club has submitted its resigna- 
tion as a,member of the Associated .Traffic Clubs of America, 
effective June 1. 





The Tri City Traffic Club will hold a meeting at the Black- 
hawk Hotel, Davenport, Ia., May 10. R. B. Bradley will be the 
speaker. 





The Traffic Club of Detroit is tendering a bridge party to 
the members of families of its members and their friends, to 
be held on the ballroom floor of the Statler Hotel, May 10, at 
2 p. m. ._Mrs. Henry Shearer is chairman of the committee in 
charge. She will be assisted by Mrs. J. H. Myler, Mrs. W. J. 
Dibble, Mrs. N. D. Hoke, Mrs. Gordon O’Day and Mrs. W. R. 
Rodger. 





Personal Notes 


E. H. Wilson has been appointed chief special agent, Frisco, 
at St. Louis, succeeding Samuel A. Allender. 

Howard H. Smith has been appointed traffic manager, Amer- 
ican Sheet and Tin Plate Company, Pittsburgh, succeeding John 
L. Neely, retired. 

John Bose has been appointed director of personnel, L. & 
N., having general jurisdiction of matters of wage and rule 
agreements and safety. His office will be at Louisville. 

L. M. Pexton, traffic manager, Denver Union Stock Yards, 
has resigned, effective June 1, to become vice-president of the 
Oklahoma City Stock Yards Company and vice-president of the 
Oklahoma Junction Railway. 

Laney Carson has been appointed commercial agent, Mobile 
and Ohio, at Cairo, Ill H. L. Bode has been appointed com- 
mercial ‘agent at Pittsburgh, succeeding Mr. Carson. 

Stanley G. Bliss has been appointed commercial agent, St. 
Louis’ Southwestern, at New York. . 

C., E. Gwin has been appointed traveling freight agent, Nor- 
folk and Western, at Atlanta. S. H. Hill has been appointed 
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commercial agent at Memphis. R. H. Dickson has been ap- 
pointed commercial agent at Birmingham. 

George Krause, Jr., president of the Cincinnati Traffic Club 
and general freight agent of the Big Four, died at his home 
April 27. His deatth occurred on his sixty-seventh birthday. 
He completed fifty years with the Big Four last September. 


BRIDGEPORT TRAFFIC ASSOCIATION - 


The Junior Traffic’ Association of Bridgeport, Conn., has 
been organized, with a membership of fifteen. C. S. Stevens, 
of the Bridgeport Brass Company, is president, and C. E. Mar- 
selle, Columbia Graphophone Company, is secretary. Meetings 
will be held the first and third Tuesdays of each month. The 
bill of lading contract was discussed at the first meeting and 
is to be followed by discussions of various classification prob- 
lems and rate cases, as well as other subjects. The association 
was formed following the conclusion of the first semester of a 
“Course in Traffic Management” conducted by the Y. M. C. A., 
under the auspices of the Bridgeport Traffic Association. It 
was the desire of the students to continue the work they had 
received there. It is expected to continue the Y. M. C. A. 
classes in the coming winter season. W. H. Pease, traffic man- 
ager, Bridgeport Brass Company, who was director of the edu- 
cational classes, assisted in the organization of the junior asso- 
ciation. 


CONSOLIDATION LEGISLATION 


Advocates of passage of the Parker railroad consolidation 
bill have practically given up hope of there being final action 
on the measure at this session of Congress. No arrangements 
have been made.to bring the bill up in the House. 

The sub-committee ‘of the Senate interstate commerce com- 
mittee, headed by Senator Fess, of Ohio, has made practically 
no progress thus far with respect to agreeing on a bill for sub- 
mission to the entire committee. The feeling on the Senate side 
is that there will be no opportunity to get a consolidation bill 
through that branch of Congress at this session. 


HAGUE RULES BILL 


Chairman White, of the House committee on merchant 
marine and fisheries, said May 3 that the committee might hold 
hearings on the Hague Rules bill after the House had disposed 
of the Jones-White merchant marine bill. He said, however, 
there was nothing definite as to taking up the bill and that he 
could not say just what would be done. 


GREAT LAKES’ BILLS REPORTED 


Chairman White, of the House committee on Merchant 
marine and fisheries, has favorably reported to the House H. R. 
13037 and H. R. 13032. The chairman explained that the pur- 
pose of H. R. 13037 was to minimize the likelihood of collisions 
between vessels because of the great increase in the length of 
lake steamers since the ‘passage of the existing law regulating 
the use of lights on steamers. Continuing, the chairman said: 


The present law was enacted in 1895. At that time there were no 
vessels on the lakes having a length of-400 feet, but now many lake 
vessels are 600 feet long. The result is that lights placed upon these 
long vessels, in accordance with the present law, are so far apart 
that, when on a dark night the hull is not visible from an approach- 
ing vessel, the officers of the approaching vessel are apt to be misled, 
and have been misled, into thinking that the space is an unob- 
structed passage. 

Obviously, the law should be changed in accordance with the 
terms of H. R. 13037, which provides for deck lights in every interval 
of 100 feet when the vessel is at anchor. The provision in the bill 
that two lights be displayed on the after spar is for the purpose of 
making effective the provision of the present law that these lights 
shall be visible all around the horizon. At the present time there is 
always an arc of invisibility created by the spar on which the light is 
placed. 

H. R. 13032 provides for the display of lights for tugs under 
100 tons register (net), whose principal business is harbor tow- 
ing. The only changes proposed by the bill in existing law 
are the increase in the tonnage of tugs from 30 to 100 tons and 
the addition of the word “net” after the word “register.” Since 
the passage of the existing law the size of tugs has increased so 
that tugs are almost all nearly 100 tons register, according to 
the committee’s report. 


GREAT LAKES CHANNELS 


Major General Edgar Jadwin, chief of engineers of the 
army, has submitted to the Secretary of War for transmission 
to Congress a report on the preliminary examination and survey 
of the Great Lakes that states that the total cost to the United 
States of deepening and widening channels, and for construc- 
tion of compensating works in the St. Clair and Niagara rivers, 
would be approximately $24,000,000, with $165,000 annually for 
maintenance, or $35,000 greater than required by the existing 
project. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Questions and Answers 


In this department will be answered questions of both legal and 
nature that confront dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate tr tion of freight. traffic man of long experience 
and wide will answer i ag mee cape Fas: practical traffic 
lems. We do not desire to the place of traffic man but to 
lp him in his work. ae 
The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. i 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Routing and Misrouting—Lowest Rated Route Not Applicable 
Owing to Size of Shipment 

Wisconsin.—Question: A bill of lading was issued by the 
X Railroad covering a carload of machinery from A, Indiana 
(origination), to B, Massachusetts (destination), routed via X 
Railroad clo Y Railroad cjo Z Railroad. 

Bill of lading was indorsed as to height of lading from rail 
and width at highest point. 

X Railroad agent receipted for bill of lading and accepted 
shipment without checking clearance to B destination. When 
Y Railroad tendered shipment to Z Railroad, Z Railroad refused 
on ground shipment would not clear over Z Railroad to B des- 
tination, and requested consignee to accept shipment at other 
point on their rails than B destination. x 

In view of terms of bill of lading contract, are carriers lia- 
ble for any additional expense consignee may incur, by being 


forced to accept shipment at other than B destination. 


Answer: In our opinion, the execution by X Railroad of a 
bill of lading containing routing via X Railroad via Y Railroad 
clo Z Railroad, covering a shipment which Z Railroad, by reason 
of clearance allowances, could not transport to the billed des- 
tination, constituted misrouting within the meaning of Con- 
ference Ruling No. 474-C, and that, therefore, such additional 
expense as the consignee incurred by reason of having to accept 
delivery at other than the billed destination, is chargeable to 
the initial carrier. This on the ground that the bill of lading 
was issued, the provisions of which were impossible of execution. 

Limitation of Actions—Misrouting 

Florida.—Question: A claim for overcharge resulting from 
misrouting was_seasonably filed with carriers, namely, within 
one year subsequent to date of delivery of shipment. Carriers 
delayed investigation and we only recently received report after 
claim had been in course of handling by initial carriers ‘over 
year, and now the auditor of overcharges declines refund on 
the ground that payment is barred by the two-year statute of 
limitation. . 

Tt is true we neglected to file claim with the Interstate Com- 
merce Commission to prevent the running of the statute. We 
would appreciate your advising us whether the carrier’s posi- 
tion is correct and whether or not we now have any recourse. 
In other words, can carriers indefinitely delay handling of claims 
for misrouting until after the two-year period and then refuse 
settlement through our failure to present to the Commission? 

Answer: While paragraph 3, of section 16, of the interstate 
commerce act contains, in subdivision C thereof, a provision 
extending the time for filing an overcharge claim for six months 
from the date the claim is declined by the carrier, there is 
no such provision with respect to claims for misroute which, 
although considered as akin to overcharge claims, are not sub- 
ject to the three-year period of limitation provided for in sub- 
division C of paragraph 3 of section 16 of the act, but the two- 
year limitation period prescribed in subdivision B thereof. See 
Brown Coal Company vs. Director-General, 87 I. C. C. 130; Gwinn 
Bros. & Co. vs. C. & O., 56 I. C. C. 298. Your claim, therefore, 
under the decision of the Supreme Court of the United States 
in Phillip vs. Grand Trunk Western Railway Company, 235 
U. S. 662, is barred at the present time, the lapse of time having 
destroyed the liability of the carrier. 


Limitation of Actions—Undercharges 


Virginia—Question: Carrier presents additional bill cover- 
ing a shipment which moved prepaid and which moved in De 
cember, 1925. We understand that unless overcharge claims are 
filed with carriers within two years, they are barred and we 
would like to know how the law applies as regards collections 
from shippers and consignees; in other words, does the two-year 
— expire on undercharge items as well as overchargé 
items? 

Answer: Subdivision C, of paragraph 3, of section 16, of 
the act, provides that for recovery of overcharges, action at law 
shall be begun or complaint filed with the Commission against 
carriers subject to the act within three years from the time 
the cause of-action accrues, which limitation period is to be 
extended under certain conditions, as specified in paragraph 3 
of section 16. 

Subdivision A, of paragraph 3 of section 16, provides that 
all actions at law by carriers subject to the act for recovery 
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of their charges, or any part thereof, shall be begun within 
three years from the time the cause of action accrues, and not 
after. 

Company Material—Application of Rates on 

Illinois —Question: Referring to your opinion printed on 
page 46 of The Traffic World of January 7, 1928, under ,the 
caption, “Company Material—Rates Applicable in Connection 
Therewith.” 

We cannot agree with your views regarding application of 
the switching rates at Detroit on shipments of company ma- 
terial. We do not believe the Beekman Lumber Company case 
which you cited is exactly parallel. 

The switching charge of 12 per car is applicable to inter- 
terminal switching, which is described in tariff as “the movement 
from one track to another of the XXX Railroad of traffic having 
origin and destination within the switching limits of one station 


or industrial switching district.” The switching charge of $7.- 


per car is applicable in connection with road-haul traffic, which 
is described in tariff as “traffic received from or moved to a 
point outside of the switching limits.” 

On a shipment originating at or destined to Port Huron, 


Mich., we believe it would be contrary to the express applica- 


tion’ of the tariff to assess the interterminal charge of $12 per 
car. 

The prime reason for assessing a higher switching charge 
on interterminal traffic than on road-haul business is because 
of per diem reclaim which the receiving line would be called 
upon to pay the delivering carrier. Inasmuch as per diem re- 
claim rules are not*°applicable to shipments originating at or 
destined to points outside the Detroit switching district, no per 
diem reclaim would be assessed on shipments originating at 
Port Huron, Mich. Moreover, cars loaded with company material 
are not subject to per diem reclaim rules. 

After looking into this matter further we believe you will 
agree that our contention is correct. 

Answer: While giving due consideration to your argument, 
we are still of the opinion that the $12 per car switching charge 
is the applicable charge on the shipments in question. This 
upon the ground that title to the goods having passed to the 
X Railroad at Detroit, there was no line-haul movement of the 
shipment, in so far as a common carrier service is concerned. 

Routing and Misrouting—Mileage Allowances 

Oklahoma.—Question: We own and operate a number of 
tank cars, and very often find that the carriers have not moved 
the cars in accordance with the instructions carried. in the bill 
of lading, both on empty and loaded move. 

Upon handling with the carriers, we have always found them 
agreeable to crediting us with mileage that would have accrued 
on the various lines had the car moved as instructed in the 
lading; however, we have not as yet found one that would pay 
us the mileage earnings that we would have received had the 
car moved as routed in the lading, which routing, of course, is 
understood to be applicable via the rate as inserted in the lading. 

The mileage as paid us by the railroad is generally consid- 
erably less than had the car moved as routed, thereby decreas- 
ing our mileage earning considerably over a period of time. 

We would appreciate knowing whether or not you have ever 
noted a ruling or decision wherein the carriers are required to 
pay mileage earnings on private equipment via the route in- 
serted in the bill of lading; that is, when the carriers in error 
do not move the car via such route. 


Answer: Item 88, rule 10, Agent B. T. Jones’ Tariff 7-E, 
I. C. C. 1677, provides that “* * * mileage will be computed 
on basis of distance table applicable between stations of origin 
and destination over route of movement.” 


There is no provision in this tariff with respect to mileage 
allowance on tank cars similar to the provisions of Note 1 in 
item 90, rule 11, covering equalization of mileage in so far as 
misrouting is concerned. While under section 15 of the act a 
shipper has the right to route his shipments and a carrier is 
liable for damages resulting from a disregard of the shipper’s 
instructions in so far as the terms of the tariff are concerned, 
there is no authority for the payment of mileage except on the 
basis of the distance over the route of movement. It is possible, 
however, that the Commission would hold that where the car- 
rier fails to observe the routing instructions of the shipper, 
mileage may be computed on basis of the distance over the route 
rngynces in the bill of lading, We can, however, locate no cases 
n point 


Tariff Interpretation—Application of Transit Privileges 

Missouri—Question: Rule 10(a) of Tariff Circular 18-A, 
requires each carrier to publish and file tariffs naming special 
privileges, such as reconsigning, milling in transit, etc., and that 
reference to such special privilege tariffs must be made in the 
rate tariff, or the rate tariff may refer to all special privilege 
tariffs in a so-called “Omnibus Clause” such as that quoted by 
the Commission in Docket 13523, 69 I. C. C. 188. 

A tariff filed with the Commission and which named rates on 
various commodities, including certain rates on grain and grain 
products, did not contain the “Omnibus Clause” but stated on 
the title page that it was governed by the current classification 
and the exception sheet issued by the issuing carrier. There 
was nothing in the tariff or the exceptions which would prohibit 
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the transit privileges, but the carrier contends that, because the 
rate tariff does not refer to the special privilege tariff transit 
privileges do not apply, while it is the opinion of myself, as 
well as several other traffic managers, that reference to the 
current classification makes rule 37 thereof, which is the “Omni- 
bus Clause,” a part of the rate tariff and thus refers to the 
special privilege tariff which would authorize the transit privi- 
leges. 

Would appreciate your opinion on this matter and reference 
to any decisions of the Commission in which this question has 
been considered. 

Answer: While we locate no opinion of the Commission 
so holding, it is our opinion that where a tariff containing rates 
on grain and grain products is governed by the classification, 
the provisions of rule 37 thereof constitute proper cross ref- 
erence between the tariff containing the rates on grain and grain 
products and the tariff or tariffs containing milling-in-transit 
or other transit provisions. 

The Commission has held that transit privileges must be 
referred to by rate tariffs (Swift & Co. vs. Southern Railway 
Company, 36 I. C. C. 386), and that the so-called Omnibus Clause 
constitutes cross reference. Kansas City Board of Trade vs. 
A. T. & S. F. Ry. Co., 69 I. C. C. 185. We believe that this cross 
reference between the rate tariff and the transit tariff is prop- 
erly made through the medium of rule 37 of the classification 
where the rate tariff is governed by the classification. 

Tariff Interpretation 

New York.—Question: We would appreciate your opinion 
on the following matter of tariff interpretation: 

N. Y. C. Tariff, I. C. C. 15257, carries switching charges at 
various stations in Trunk Line territory, and, on the original 
title page of this tariff, carries a rate of $3.15 per car for intra- 

#plant switching. 

The title page has been reproduced in the supplements, 
now effective, with the exception of the item as to intraplant 
switching referred to. 

It is our contention that the N. Y. C. have omitted this rate 
from their tariff through the reproduction of title pages in their 
effective supplements which carry no reference to this rate. 
We feel this omission on their part leaves no rate in effect. What 
is your opinion? 

Answer: The Commission has held that an item in a tariff 
remains in effect until specifically canceled. Jewel Tea Co. vs. 
Pa. Co., 46 I. C. C, 314. It is, therefore, our opinion that the 
reproduction of the title page of the original tariff and the 
supplements without a specific cancellation of the item published 
on the title page of the original tariff, has not had the effect 
of canceling the $3.15 per car intraplant switching rate provided 
for in the original tariff. 


Switching—Duty of Carrier to Provide for Adequate Service 

New York.—Question: We have a private siding and are 
served by a carrier which, for the past four or five years, has 
been making deliveries of cars routed via another line at this 
station, in time for an afternoon train. Recently, the switching 
carrier changed the time of their interline switching so that 
cars are now delivered to the competing carrier from one to 
two hours after their train departs. 

It is our belief, and we have confirmed this by some re- 
ports, that if the car is delivered to a connecting line in local 
switching within twenty-four hours, it is considered the usual 
terminal service. Could you, however, let us know if there 
are any rulings or agreements between carriers whereby the 
switching carrier will be obliged to deliver cars routed via 
competing lines at the point of origin in time for any given 
train? Cars are now being delivered within nine hours after 
they are taken from our siding, and we fully realize the con- 
ditions of the bill of lading in so far as reasonable dispatches 
are concerned. 


Answer: See, with respect to this question, the Commis- 
sion’s opinion in Corporation of the Cathedral of the Incarnation 
vs. Long Island Railroad Company, 25 I. C. C. 399; Lehigh Val- 
ley Silk Dyeing Co. vs. Director-General, 77 I. C. C. 39; Standard 
Underground Cable Co. vs. Lehigh Valley Railroad Co., 96 I. C. C. 
503, and the proposed report in docket 20562, Johannesburg 
Manufacturing Company vs. Michigan Central Railroad Company, 
which proposed report is the subject of the article on page 967 
of the April 21, 1928, Traffic World, under the caption, “More 
Rail Service Proposed.” 

We know of no rulings or agreements between carriers re- 
lating to the delivery of cars routed by competing lines at the 
point of origin in time for any given train. In our opinion each 
case is to be governed by the rule that the carrier must furnish 
adequate and reasonable switching service. What constitutes 
such adequate and reasonable switching service is a matter for 
determination by the Commission, upon complaint. 


Transit—Establishment of 

Arkansas.—Question: Will you kindly let me have your 
opinion on the following question? 

The X Railroad Company in its transit tariff provides stor- 
age-in-transit privilege on a cammodity, in carloads, at A, and 
certain stations on its line. 

The Y Railway, a competing carrier, in reply to our request 
that it likewise grant us storage-in-transit privilege on this 
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LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Angeles and San Francisco 

Free and U.S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity, in Les Angeles or San Francisco 


and would suggest that you complete your file by requesting 
the rates for our s service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


DENVER, COLORADO 















FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
poo ~ pool cnt shipments. Insurance rates 15c. Loans Negotiated. 


The Weicker Transfer & Sterage Company 


Electricity Means 
Better Work 


HE Woodstock Electrite, newest member of 
I the Woodstock family, has all the features 
that distinguish the standard Woodstock ma- 
chine, plus the speed and ease of electrical opera- 
tion. It is a revelation in typewriter efficiency and 
high grade character of work. Send for booklet 
which describes both the Electrite and the standard 
Woodstock machine. 


Ask for Demonstration 
Woodstock Typewriter Company 


General Sales Office: 
35 East Wacker Drive, Chicago, Illinois 


Branches in All Important Cities 
Agents All Over the World 


WOODSTOCK (lectrite- 


The MODERN powered by 
typewriter electricity 
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TRANSMARINE LINES 


Direct Service 


LOS ANGELES (witmington—Berth 188) 
SAN FRANCISCO 
OAKLAND 


wadeei Intercoastal 
PORT NEWARK, N. J. (New York Harbor) 


Served by: 
Pennsylvania Railroad 
ntra. d of New Jersey 
Lehigh Valley Railroad 


Steamer 
SUNEWARKCO 


SUTORPCO 


Gulf-Intercoastal 
New Orleans 


From 


Mobile 
May 14 
May 25 


Steamer 
SUNELSECO 


SUPORTCO 


TRANSMARINE LINES 


Port Newark Terminal General Offices: , 
5 Nassau St., New York City 
Telephone Mulberry 4300 Telephone Rector 0020 
Agencies: Buffalo, Chicago, Los Angeles, Mobile, New Orleans, 
Oakland, Pittsburgh, San Francisco, Seattle 





Save 20% to 40% 


on Box Weight 


Many manufacturers (names on request) have reduced 
the weight of their boxes from 20 to 40% — applied 
Signode Tensional Steel Strapping—and secured a safer 
shipment. The saving in freight is also a factor. 

If you feel doubtful regarding the saving to be effected, 
we will be pleased to accept a typical shipment, make 
- a lighter box, strap and test it without charge or 
obligation. 

Let us make this test for you now or send for catalog 
No. 14 which gives complete information. 

The coupon below will serve. 


CONSOLIDATED STEEL STRAPPING CO., 

2613 N. Western Ave., Chicago, Ill. 
[] Please have shipping expert call for sample shipment for 
test without obligation. 
[] Send catalog No. 14 showing possibilities of Signode Steel 
Strapping. 


Company name 
Personal name 


Consolidated Steel Strapping Co. 


2613 N. Western Ave. Chicago, Ill. 


the Sealed Steel Strapping 


We also manufacture round wire reinforcement, plain box strapping, 
pail clasps, clutch nails, tag hooks, etc. 
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commodity, advises that it will have to first secure the con- 
currence of originating, intermediate, and delivery carriers. 
Further, that the privilege would necessarily have to be made 
available at all intermediate points, between origin points and 
final destination points, along the routes through A, and over 
which applicable through rates (in connection with which such 
privilege was to be allowed) applied, carrier’s reason being 
that, unless such privilege is made available at all intermediate 
points, the rates on reshipments from such intermediate points 
would be in violation of the fourth section of the act. 

For illustration: Suppose this commodity, area 4 at 
B, moves via Z Railroad through C, thence Y Railway to A, at 
which point it is stored in transit, and later shipped out under 
transit privilege to a point beyond on the X Railroad. It is 
the contention of the Y Railway that before it could establish 
storage-in-transit privilege on this commodity at A, it must 
first secure. concurrence of both the Z Railroad and also the 
X Railroad in the transit tariff. Further, that such transit 
tariff must also provide for such storage-in-transit privilege, at 
all intermediate points on the Z Railroad between B, the origin 
point, and C, likewise all intermediate points on the Y Railroad 
between C and A, and, further, all intermediate points on the 
X Railroad beyond A and intermediate to the final destination 
points. os 

The Y Railway advises that, otherwise, a shipper located at 
a local point beyond A on the X Railroad (the delivering line) 
would be forced to pay the flat rate both into his destination and, 
on the reshipment from his destination, while the shipper at A, 
under the transit privilege, would be enabled to reship to the 
same final destination at a less tetal freight charge, and, if all 
intermediate points were not granted similar transit privilege, 
rates from the intermediate points would be in violation of the 
fourth section of the act. 

Some time back I noticed a report in The Traffic World, of 
a Mississippi case, which, it occurs to me, involved the same 
principle. In this case referred to, the delivering line objected 
to the intermediate line granting transit privileges under a joint 
through rate applying to destinations on such delivering line. 
If my memory serves me right, the Commission, in that case, held 
that the delivering line had no interest in such transit privilege, 
granted the stations on the line of the intermediate carrier. I do 
not remember the title of this case and have been unable to 
locate it. . 

Will you kindly refer to any Interstate Commerce Commis- 
sion and court decisions in which this point has been passed 
upon? 

Answer: With respect to this question, see the Commis- 
sion’s opinions in I. and S. Docket No. 2901, Transit Arrangement 
on Lumber at Points on the Wabash Railway, 129 I. C. C. 518; 
I. and S. Docket 3034, Transit Arrangement at Points on the 
M-K-T Ry. Company of Texas (mimeographed), decided March 
26, 1928. In the case first cited the Commission said: 


Connecting lines cannot dictate to the road that alone serves the 
transit point the manner in which joint rates through that point shall 
be applied in conjunction with the transit arrangements so long as 
they are not deprived of their own haul. Concentration of Cotton at 
ed Orleans, 83 I. C. C. 18; Transit Privileges on Cotton, 83 I. C. C. 


In the other case the Commission said: 


It is also claimed that Fourth Section departures would result, 
in that transit is not accorded grain or grain products at any point 
on the Rock Island, Terral, Okla., and that on a shipment transited 
south of Terral the combination on the transit point would apply, 
whereas, a lower joint rate would be applicable on a shipment moving 
over the same route but transited on the line of respondent. These 
considerations do not justify respondents’ proposal. 


See also the .Commission’s opinion in Docket 18738, North 
Dakota Mill & Elevator Association vs. Northern Pacific, 139 
I. C. C. 453, in which case the Commission said: 


Transit is a thing of value to the shippers, involving additional 
service by the carrier, for which a reasonable charge may be made. 
Stock & Sons vs. L. S. & M. S. Ry. Co., 31 I. C. C. 150. It is a 
service that generally may be granted or withheld by the carrier in 
its discretion so long as no unlawful discrimination results there- 
from. Empire Coke Co. vs. B. & S. R. R. Co., 31 I. C. C. 573. How- 
ever, we have power under section 1 of the act to require the estab- 
lishment of transit. Central R. R. Co. vs. United States, 257 U. S. 
247, 257; Montgomery Cotton Exchange vs. L. & N. R. R. Co., 112 
I. C. C.°325, $29, 332. 


From the above it is apparent that the arguments advanced 
by the carriers do not in themselves warrant a denial of the 
transit privilege you desire. It is probable that upon complaint 
to the Commission, if such action is necessary, you can obtain 
the desired transit arrangement. 


COAL PRODUCTION AND SHIPMENT 


Total production of soft coal the week ended April 21 was 
estimated at 7,883,000 net tons, an increase of 468,000 tons as 
compared with the preceding week, according to the Bureau of 
Mines of the Department of Commerce. Anthracite production 
was estimated at 1,604,000 net tons, an increase of 8,000 tons 
over that for the preceding week. 

Tidewater bituminous coal shipments the week ended April 
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21 were reported as follows: From Hampton Roads, 337,344 
net tons, of which 226,695 tons were for New England delivery; 
from Charleston, S. C., 8,836 tons. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended April 7 were re- 
ported as follows: Bituminous, 2,325 cars; anthracite, 3,124 
cars. 


‘POSTAL RATE BILL 


The Senate, May 2, passed the postal rate revision bill as 
reported by the Senate committee on post office and post roads. 
An amendment offered by Senator McMaster, of South Dakota, 
providing for appointment of a director of parcel post under 
the Postmaster-General, was agreed to. The bill was sent to 
conference. é 


RAIL CONSTRUCTION BILL 


The Senate interstate commerce committee has ordered a 
favorable report on S. 2309, a bill introduced by Senator May- 
field, of Texas, to amend paragraph 22 of section 1 of the inter- 
state commerce act by adding a new sentence providing that the 
authority of the Commission with respect to building of railroads 
shall not extend to the construction of new lines of railroad or 
the extension of existing lines, to be located wholly within one 
state, if the laws of such state require that a certificate of public 
convenience and necessity or similar authority, be obtained from 
the state for such construction or extension. 


FRUIT. AND VEGETABLE SHIPMENTS 


Shipments of. leading lines of fruits and vegetables the week 
ended April 28 totaled 15,797 cars, as compared with 15,651 
ears (revised) the preceding week and 17,859 cars in the cor- 
responding period of 1927, according to the Bureau of Agricul- 
tural Economics of the Department of Agriculture. Shipments 
were reported as follows: 


Apples, 603 cars? asparagus, 262 cars; carrots, $91 cars; imports, 
1 car; cabbage, 687 cars; cauliflower, 196 cars; celery, 412 cars; im- 
ports, 10 cars; cherries, 6 cars; cucumbers, 256 cars; eggplant, 5 cars; 
imports, 9 cars; grapefruit, 403 cars; imports, 27 cars; green peas, 
229 cars; lemons, 345 cars; lettuce, 1,555 cars; mixed citrus fruit, 99 
cars; mixed vegetables, 1,140 cars; imports, 10 cars; onions, 792 cars; 
imports, 2 cars; oranges, 1,319 cars; imports, 26 cars; pears, 8 cars; 
peppers, 76 cars; imports, 17 cars; spinach, 287 ears; strawberries, 
768 cars; string beans, 336 cars; sweet potatoes, 228 cars; tomatoes, 
747 cars; imports, 279 cars; potatoes, 3,844 cars; imports, 162 cars. 


AUTOMATIC FIREBOX DOORS 


Railroad firemen appeared before Special Examiner John L. 
Rogers May 2 at the opening of the hearing on the complaint 
filed by the Brotherhood of Locomotive Firemen and Enginemen 
and the Brotherhood of Locomotive Engineers against the rail- 
roads, seeking establishment of a rule requiring the railroads to 
equip all steam locomotives with mechanically operated firebox 
doors. It was testified that such a rule would promote safety 
and efficiency of locomotive performance. Among the points 
made by the firemen were that the old-style doors had to be 
opened and closed by hand, that they exposed enginemen to 
excessive heat, and increased the difficulties of the fireman’s job. 
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Digest of New Complaints 


No. ae. a No. 1. John Hennessy et al., Phoenix, Ariz., vs. Santa 

‘e et al. 

Unreasonable rates on double-deck carloads of feeder sheep 
between points in Arizona and points in California. Ask for 
through rates and reparation. 

No. 20920. Sub. No. 1. South Georgia Traffic Bureau, Tifton, Ga., 
for G. H, Strangward, Sylvester, Ga., vs. Florida East Coast et al. 

Unreasonable and unduly prejudicial rates on cabbage, from 
rr; Ky., to Miami, Fla. Ask for new rate, and repara- 
tion. 

No. 7 A. P. Brewer Lumber Co., St. Louis, Mo., vs. C. R. I. & P. 
et al. 

Rates and charges in violation of section 6 of the act, on rough 
pine lumber from Beale, La., to St. Louis, Mo., reconsigned to 
Omaha, Neb. Asks reparation. 

No. } naey eae Sivalls & Bryson, Inc., Bartlesville, Okla., vs. B. & 

. et al. 

Rates and charges in violation of first three sections of _ the 
act, on iron and steel tank material, from Gary and Indiana 
Harbor, Ind., Portsmouth and New Boston, O., and Federal, IIl., 
to Casper, Midwest, Salt Creek and Illco, Wyo., and Kevin, Mont. 
Asks rates for future and reparation. 

No. 20925. G. P. Rose, Jr., Nashville, Tenn., vs. L. & N. et al. 

Rates in violation of sections 1 and 3 of the act, on animal and 
poultry feed, from Nashville, Tenn., to Buffalo-Pittsburgh ter- 
meant and points east thereof. Asks rates for future and repara- 
tion. 

No. 20926. Cherokee Mills et al., Nashville, Tenn., vs. L. & N. et al. 

Rates in violation of sections I and 3 of the act, on salt from 
points in Michigan and points taking same rates to Nashville, 
Tenn. Asks rates for future and reparation. 

No. 20927. Crenshaw Bros. Produce Co., Inc., Tampa, Fla., vs. Sea- 
board Air Line et al. 

Illegal and inapplicable charges on fruit hampers, from Selma, 
Ala., to Tampa, Fla. Asks refund. 


May 
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service to depots and 
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700 Broad Street 


for Warehousing and Distribution 
in Central New York 
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on Eastern Shipments 


Towns Radiating out of Utica, N. Y. 


Utica is the Most Natural and Practical Point 


Auto Trucking Service to all Leading Cities and Suburban 
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No. 20928. Froeber-Norfleet, Inc., et al., Winston-Salem, N. C., vs. 
Southern et al. 

Unreasonable rates on bananas, from Charleston, S. C., to North 
Carolina points. Asks rates for future and reparation. 

No. a. Castanea Paper Co. et al., New York, N. Y., vs. A. C. L. 
et al. 

Rates in violation of sections 1 and 3 of the act, on clay, from 
points in South Carolina and Georgia to Johnsonburg and Lock Haven, 
Pa. Asks rates for future and reparation. . 
No. 20930. International Paper Co. et al., New York, N. Y., vs. Ann 

Arbor et al. 

Unreasonable rates on clay, from South Carolina and Georgia 
points to points in New York, New Hampshire and Massachusetts. 
Asks rates for future and reparation. 

No. 20931. John Amicon Bros. et al., Columbus, O., vs. B. & O. et al. 

Rates in violation of sections 1 and 4 of the act, on dried onions, 
dried fruits and canned vegetables, from New York, N. Y., to 
Williamson, W. Va. Asks rate for future and reparaiton. 

No. 20932. South Georgia Traffic Bureau, Tifton, Ga., for A. C. Tift, 
vs. A. B. & C. et al. 

Rates in violation of sections 1 and 3 of the act, on oil tanks 
with pumps attached, from Rochester, Pa., to Tifton, Ga. Asks 
rates for future and reparation. 

No. 20933. Alphons Custodis Chimney Construction Co., New York, 
N. Y., vs. Atlantic Coast Line et al. 

Illegal charges on radial chimney brick, from Oak Hill, O., to 
Rocky Mount, N. C. Asks reparation. 

No. 20934. The Globe Machine & Stamping Co., Cleveland, O., vs. 
Baltimore & Ohio et al. } 

Rates on seconds or damaged or defective iron and steel sheets, 

from Buffalo, N. Y., Weehawken, N. J., Detroit, Mich., Pontiac, 
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Mich., Ashland, Ky., Middletown, Mansfield, Toronto, Wellsville, 
O., and other points to Cleveland, O. Asks for reasonable rates 
and reparation. 
No. 20935. West End Chemical Co., Oakland, Calif., vs. Los Angeles 
& Salt Lake et al. 
Unjust and unreasonable rates on colemanite, from Lovell, Nev., 
to San Pedro, Calif. Asks reparation. 
No. 20936. Simms Oil Co., Dallas, Tex., vs. Missouri Pacific et al. 
Unjust and unreasonable rates on oil well supplies between 
points in Texas and points in Arkansas. Asks for reasonable 
rates and reparation. 


No. 20937. American Co. of Arkansas, Little Rock, Ark., et al. vs. 
Ashley, Drew & Northern et al. 

Unreasonable rates on salt from Avery, and other points in 
Louisiana and Texas, to destinations in Arkansas, Missouri, 
Louisiana, Texas and Oklahoma. Ask reparation. 

No. 20937. Sub. No. 1. American Co. of Arkansas, Little Rock, Ark., 
et al. vs. Santa Fe et al. 

Unreasonable rates on salt, from Kansas producing points to 
destinations in Arkansas, Louisiana and Missouri. Asks for 
reparation. 


No. 20952. Bellefonte Central Railroad Co. vs. Pennsylvania Railroad 


Co. 

Petition of the Bellefonte Central; requesting the Commission 
to exercise powers granted to it, in respect to joint user of certain 
portions of the terminal facilities of the Pennsylvania at Tyrone, 
Pa., and tracks and facilities between Tyrone and Stover, Pa., 
to fix the terms and compensation for such joint use; and to re- 
quire reasonable and proper facilities for the interchange of traffic 
at Tyrone, Pa. 


‘ 


Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic Werld. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


May 7—Atlanta, Ga.—Examiner Glover: © 
ourth Section Application No. 13340 et al. 
* Fourth Sestion Application 13416, filed by A. B. & C. R. R. 


say 7—Washingion, D. C.—Examiner Devoe: 

* Finance No. 6844—Application K. C. S. Ry. for authority to acquire 
ag to of the railroad and property of the K. C. & G. V. Ry. Co. 

, y lease. 

* Finance No. 6843—Joint Application K. C. & G. V. Ry. Co. for au- 
thority to issue securities and of the K. C. S. Ry. Co. for authority 
to assume obligation and liability with respect to such securities. 


May 7—Washington, D. C.—Examiner Carter: 
7—Acme Coal Co. et al. vs. B. & O. R. R. et al. 
May 7—Wausau, Wis.—Examiner Kerwin: 
26366—Hurd Lumber Co. vs. A. A. R. R. et al. 


May 7—Birmingham, Ala.—Examiner Johnson: 
28002—Birmingham Rail and Locomotive Co. vs. A. G. S. R. R. et al. 


gp A 7—Detroit, Mich.—Hxaminer Harraman: 
19—Detroit Steel Corp. et al. vs. A. C. & Y. Ry. et al. 


May 7—Atchison, Kans.—Examiner Fuller: 
20147—The Mangelsdorf Seed Co. vs. A. T. & S. F. Ry. et al. 


May 8—Washington, D. C.—Examiner Sullivan:. 

* Finance No. 6852—Joint Application A. T. & 8S. F. Ry. and Pan 
Handle & Santa Fe Ry to acquire control of Clinton & Oklahoma 
Western R. R. and CIinton-Oklahoma Western R. R. of Texas by 
purchase of Capital stock and by lease. 


May &—Memphis, Tenn.—Examiner Brown: 

° s. 3096—Grain, grain products, hay and straw from: Memphis, 
Tenn., to Arkansas pts. 
yg ore ad York, N. Y.—Examiner Griffin: 

1 Federated Metals Corp. vs. Penna. R. R. 
* Portion Fourth Section Application Nos. 1772, 1773, 1774 and 1780 

of McCain, Agt. 

* Portions Fourth Section Application No. 9068 of L. & N. E. R. R. 
re a Ala.—Examiner Johnson: 

19807—-Alabama Packing Co. et al. vs. A. & V. Ry. et al. 


May 9—New Orleans, La.—Examiner Carney: 
28450—National Steel Barrel Co. vs. L. & N. R. R. et al. 


May 9—Birmingham, Ala.—Examiner Johnson: 
. 20435—-Benson Paint & Varnish Co. vs. C. & N. W. Ry. et al. 
—— Fourth Section Application 1606, filed by C. E. Fulton, 
agen 
May 9—Menominee, Mich.—Examiner Kerwin: 
7—Menominee Chamber of Commerce on behalf of Northern 
Hardware & Supply Co. vs. C. & N. W. Ry. et al. 


May 9—Lincoln, Neb.—Examiner Fuller: 
7—Cushman Motor Works vs. C. B. & Q. R. R. et al. 


May 9—New York, N. Y.—Examiner Griffin: 
140—Luzerne Paper Corp. vs. N. Y. N. H. & H. R. R. et al. 


wey 9—Argument at Washington, D. C.: 
aluation 1052—In re tentative valuation of the property of the 
Kentucky & Indiana Terminal R. R. 


Moy 10—Argument at Washington, D. C.: 
aluation No. 1067—In re tentative valuation of the property of the 
Union Stock Yards Co. of Omaha (Ltd.). 
Valuation No. 1069—In re tentative valuation of the property of the 
Erie R. R. et al. 


Valuation No. 831—In re Wilkes-Barre & Eastern R. R. et al. 
Valuation No. 832—In re N. Y. S. & W. R. R. et al. 
Valuation No. 845—In re Avon, Geneseo and Mt. Morris R. R. 
Valuation No. 853—In re N. J. & N. Y. R. R. et al. 
Valuation No. 876—In re C. & E. R. R. 
Valuation No. 1073—In re Erie Terminal R. R. 
May 10—Birmingham, Ala.—Examiner Johnson: 
A. L. Sidebottom Lumber Co. vs. M. & O. R. R. 
May 10—Memphis, Tenn.—HExaminer Brown: 
18801—The Arkansas Cotton Trade Assn. for S. Y. West & Co. et 
al. vs. St. L.-S. F. Ry. et al. 
19634—-Sheppard W. King vs. V. S. & P. Ry. et al, 


May 10—New York, N. Y.—Examiner Griffin: 
20160—Harry Schimmel et al. vs. Mallory S. S. Co. et al. 


Bo 
Ma 10—Kalamazoo, Mich.—Examiner Harraman: 
709—The Michigan Silo Co., Kalamazoo, Mich., et al. vs. B. & A. 
R. R. et al. 
May 10—Washington, D. C.—Examiner Hurley: 
253—Canton R. R. vs. A. A. R. R. et al. 
en ae, Tex.—Examiner Smith: 
19—Moore Bros. Electric Co. vs. A. T. & S. F. Ry. et al. 
May 11—Birmingham, Ala.—Examiner: Johnson: 

1. & S. 3099—Lumber and other forest products from Southern pts. 
to Covington and Newport, Ky. 

May 11—New Orleans, La.—Examiner Davis: 

Finance No. 6783—Joint Application of Texas and New Orleans R. R. 
and Morgan’s Louisiana and Texas R. R. and S. S. Co. for au- 
thority to acquire a line of railroad and to construct an exten- 
sion thereto in La Fourche Parish, La. 

May 11—New York, N. Y.—Examiner Griffin: 
20464—-Hill and Griffith Co. vs. B. & O. R. R. et al. 

May 11—Kalamazoo, Mich.—Examiner Harraman: 
20499—Bert H. Claspy vs. Mich. Cent. R. R. 

May 11—Omaha, Neb.—Examiner Fuller: 

1. & S. 3056—Fence posts from Memphis, Tenn., to Mo. River Gate- 
ways. 

May 11—Dallas, Tex.—Examiner Smith: 
18—Spikes Bros. et al. vs. A. T. & S. F. Ry. et al. 


“— 11—Milwaukee, Wis.—Examiner Kerwin: 
10245—Wilbur Lumber Co. et al. vs. Director General, as agent, A. 
T. & S. F. Ry. et al. 
11218—Wilbur Lumber Co. et al. vs. Director, General, as agent, P. 
C.c & 2 b..R.. R. 4 al. 
11230—F. O. Mintzlaff et al. vs. Director General, as agent, A. T. & 
S. F. Ry. et al. (further hearing). 


May 12—Omaha, Nebr.—Examiner Fuler: 
Fourth Section Application No, 13231—Filed by C. B. & Q. R. R. 


May 12—New York, N. Y.—Examiner Griffin: 
6—Christian Feigenspan wa C. RR. of N:. J. 


“7% 12—Argument at Washington, D. C.: 
inance No. 6510—Application of Mississippi Eastern Railway for 
authority to acquire and operate a line of railroad in Mississippi. 


Finance No. 6618—Application of C. N. O. & T. P. Ry. for authority 
to modify and extend the lease under which it operates the Cin- 
cinnati Southern Ry. : 


-, 12—Augusta, Ga.—Examiner Berry: 
10—City of Augusta vs. A. C. L. R. R. et al. 


May: 12—Kalamazoo, Mich.—Examiner Harraman: 
20210—Saniwax Paper Co. vs. Union Ry. Co. (Memphis) et al. 


om 14—Washington, D. C.—Assistant Director Burnside: 
inance No. 6754—Application P. L: & W. R. R. for authority 
to construct extensions of its line in Beaver county, Pa., and 
Columbiana and Mahoning counties, O. 
Finance No. ee. a Montour R. R. for authority to acquire 
control of the P. L. & W. R. R. by purchase of capital stock. 
or 14—Houston, Tex.—Examiner Davis: 
inance No. ee of Cane Belt R. R. for authority, to 
construct a line of railroad in Wharton and Fort Bend counties, 


Tex. 

Finance No. 6759—Application St. L., B. & M. Ry. for authority to 
construct lines of railroad (a) from a point between Brazoria and 
Allenhurst in a Northwesterly direction to a point in the vicinity 
of the border line between Fort Bend and Wharton counties, Tex. 
and (b) from a point near Aigoa in a general southeasterly di- 
rection to a connection with the Galveston, Houston and Hen- 
derson R. R. at a point near Dickinson, Tex. 


May 14—Chicago, Ill.—Examiner Kerwin: “ 
man Mfg. Co. vs. C. & E. I. Ry. et al. 
20316 (and Sub. 1)—East St. Louis Cotton Oil Co. vs. I. C. R. R. et al. 


May 14—New York, N. Y.—Examiner Griffin: 
Rhodia Chemical Co. vs. Penna. R. R. 


May 14—Fort Wayne, Ind.—Examiner Harraman: 
, 13909. J. Peabody Lumber Co. vs. N. Y. C. & St. L. R. R. et ab 
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4—Washington, D. C.—Examiner Hurley: 
Mo kese_North State Creosoting Co. vs. Southern Ry. et al. 
M 14—Dallas, Tex.—Examiner Smith: 
9—Walter Verhalen Co. et al. vs. A. T. & S. F. Ry. et al. 
14—Pine Bluff, Ark.—Examiner Brown: 
i. New Orleans Joint Traffic Bureau et al. vs. Ark. & La. Mo. 
y. et al . 
20710—A. A. Tindall et al. vs. A. & L. M. Ry. et al. 
May 14—New York, N. Y.—Examiner Ames: 
20673— Maritime Contracting Corp. vs. B. & O. R. R. et al. 
May 14—Mobile, Ala.—Examiner Johnson: 
20057—Ala., Tenn. & Nor. R. R. Corp. vs. Sou. Ry. et al. 
May 14—Jackson, Miss.—Examiner Carney: 
19877_-Cotton Mill Products Co. vs. A. G. S. R. R. et al. 
pax 15—Antigo, Wis.—Railroad Commission of Wisconsin: 
nance No. 6715—Application Chicago & Northwestern Ry. for au- 
thority to abandon a line of railroad in Langlade county, Wis. 
pray 15—Athens, Ga.—Examiner Berry: 
. & S. 3055—Potatoes and Turnips from Boston, Mass., to Hartwell, 
*Ga., via water and rail. 
\ i gan Ill.—Chairman Campbell and Examiners Faul and 
ilbur: 
eer yt oe rates in Chicago Switching district. 
. & S. 2000 (and ist supplement)—Switching rates between points 
“in Chicago and. Chicago Heights districts. 
-, 20006—Illinois Slag & Ballast Co. vs. C. W. P. & S.°R. R. et al. 
(further hearing). 
May 15—Chicago, Ill.—Examiner Kerwin: 
20370—Max Hertz Leather Co. et al. vs. B. & O. R. R. et al. 
May 15—Dallas, Tex.—Examiner Smith: , 
20465—The Murtay Co. vs. A. T. & S. F. Ry. et al. 
ro 15—Omaha, Neb.—Examiner Fuller: 
692—Polito and Moscyey Co. et al. vs. & N. W. Ry. et al. 
Portions Fourth Section Appl. 2176 filed Sy W. P. Emerson. 
May 16—Argument at Washington, D. C.: 
be a pres _— 1)—American Hawaiian S. S. Co. et al. vs. Erie 
. R. et al. 
11040—Boston Wool Trade Assn. vs. Director General, as agent, 
nn om BR B. St Oi 
10427—Quincy Market Cold Storage and Warehouse Co. et al. VS. 
Director General, as agent, N. Y. N. H. & H. R. R. et al. 
May 16—Chicago, Ill.—Examiner Kerwin: 
20571—Midwest Wool Trade Assn. vs. A. & E. R. R. et al. 


May 16—Tallahassee, Fla.—Examiner Johnson: 
wre Sub. Nos. 1 to 3, incl.) —City of Quincy vs. re 2. B&B RAR: 
eta 
May 16—New York, N. Y.—Examiner Griffin: 
20565—Hugo Strauss Packing Co., Inc., vs. A. & V. Ry. et al. 
May 16—Lima, O.—Examiner Harraman: : 
—Ohio Steel Foundry Co. vs. D. T. & I. R. R. et al. 
" 16—Jackson, Miss.—Examiner Carney: 
i—Jackson Traffic Bureau for Webster Bros. Mfg. Co., Inc., vs. 
A. G. S. R. R. et al. 
May 16—Shreveport, La.—Examiner Brown: 

20151—Shreveport Chamber of Commerce on behalf of Shreveport 

Mill and Elevator Co. et al. vs,.C. B. & Q. R. R. et al. 
. & S. 3094—Routing grain and grain products to points in Louisiana 
on the St. Louis Southwestern Ry. 
16—Omaha, Neb.—Examiner Fuller: 
20s08—Gordon Candy Co. et al. vs. B. & O. R. R. et al. 
16—Dallas, Tex.—Examiner Smith: 
"Bees_—Lawson Rubber and Manufacturing Co. et al. vs. A. & R. R. 
. eta 
ey 16—-New York, N. Y.—Examiner Ames: 
715—Constructive and Off-Track Railroad Freight Stations on 
Manhattan Island, N. Y. 

1. & S. 3100 (ist and 2nd supplemental orders)—Constructive sta- 
tions and trucking in lieu of lighterage in New York City and 
vicinity. 

ae 17—Washington, D. C.—Examiner Maidens: 

1 _ i“ =p 1)—The Parkersburg Rig & Reel Co. vs. C. B. & Q. 

yy ye 

15788 (and Sub. 1 and 2)—The Parkersburg Rig & Reel Co. vs. C. 
& N. W. Ry. et al. 

«erga D. C.—Commissioner Eastman and Examiner 
unten: 

14700—Depreciation charges of telephone companies. 

15100—Depreciation charges of steam railroads. 

Ex + ay 91—General revision of accounting rules for steam. rail- 
roads 

May 17—Argument at Washington, D. C.: 
rie gt ab Farm Products Co., Inc. » eM. FT. Bie. & BE. 
et a 
. & S. 2970—Dried beans and other vegetables from Wyoming points 
to interstate’ destinations. 
20027—Trinidad Bean & Elevator Co. vs. C. B. & Q. R. R. et al. 
May 17—Shreveport, La.—Examiner Brown: 
1. & S. 3095—Newsprint paper from Lake Charles, La., to La. points. 
Fourth Section Application No. 13127, filed by La. Ry. & Navi. Co. 
May 17—Atlanta, Ga.—Examiner Berry: 

15689—-Martin-Nash Motor Co. vs. C. M. & St. P. Ry. et al. 

ae W. Goldsmith, Jr., Grant Co. et al. vs. A. & W. P. R. R. 
eta 

ParSeen Fourth Section Appl 2057 and 2061, filed by J. F. Tucker, 
agen 

May 17—Omaha, Neb.—Examiner Fuller: 
20455—Gordon Candy Co. et al. vs. A. C. L. R. R. et al. . 
Portions Fourth Section Appl. Nos. 1898, 703, 1530, 2188 et al 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Party with long railroad traffic experience 
desires to get in touch with railroad or steamship companies with 
view to Chicago representation. Address S. M. L. 104, care Traffic 
World, Chicago, Ill. : 


WANTED RATE MEN—lIf not thoroughly competent do not an- 
swer. Also want salesman who has sold and can sell traffic service. 
FREIGHT! AUDIT COMPANY, 205 West Harrison St., Chicago, IIl. 
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20793—-J. F. Garvey Co. vs. A. B. & A. Ry. (B. L. Bugg, receiver) 
et al. 


May 17—Tallahassee, Fla.—Examiner Johnson: 
20517—Prine Lumber Co. vs. A. A. R. R. et al. 


May 18—Argument at Washington, D. C.: 

Finance No. 5690—Application of the N. Y. C. R. R. for authority 
to acquire control by lease of the railroads of the C. C. C. & St. 
L. Ry., the Michigan Central R. R., and C. K. & S. Ry. 

Finance No. 5688—Application of the c. Cc. C. & St. L. Ry. for au- 
thority to acquire control, by lease, of the railroads of the Cin- 
cinnati Northern R. R. and Evansville, Indianapolis & Terre Haute 
Ry. 


May 1%8—Atlanta, Ga.—Examiner Berry: 
19976—Southern Wood Products Co. vs. M. & B. R. R. et al, 


May 18—Omaha, Neb.—Examiner Fuller: 
20399—-Aaron Ferer & Sons et al. vs. Belt Ry. of Chicago et al. 


May 18—Jackson, Miss.—Examiner Carney: 
Finance No. 6567—Joint Application of I. C. R. R. and Miss. Val. 
Co. for authority to abandon a portion of line of railroad from a 
point near Brookhaven to Monticello, Mich. 


May 18—Dallas, Tex.—Examiner Smith: 
19728—Consumers’ Plumbing Supply Co. et al. vs. B. & O. R. R. et al. 
20242 (and Sub. 1)—Morrison Supply Co. vs. A. G. S. R. R. et al. 


We Bind The Traffic World 


a a: Cee: = TAR ROIRNAOEK 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 


MEMBERS AWA O.W.A, 


TERMINAL 


BU/LOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 


300 Block, North Front St. 


OF ee LOFT ANeT® 


JOS. STOCKTON TRANSFER CO. 


SOUTH CANAL STREET 


ESTABLISHED 1857 


TEAMING — MOTOR TRUCKING — CARLOAD 
DISTRIBUTING 


WASHINGTON, D. C. 
When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from I. C. C. BLDG. 


ee 1727 Penna. Avenue N. W. 


HAMMOND, IND. 


In the Chicago Switching District 


Ge Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 
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Let Automatic Files 
Reduce Your Filing 
Efforts and Costs!! 


A trial in your own office at our risk of all expense 
will show you why Automatic Files are replacing 
non-expanding files, box drawers and binders—why 
Automatic Files are so widely accepted by Traffic 
managers everywhere. 


5S DRAWERS IN 4 
There are 120 reference filing 
inches in 5 AUTOMATIC 
drawers which are equal to that 


of 5 Non-Ezpanding files. 





No. 5400T Extra Capacity File. 
56 inches high, 11% wide, 
24144 deep. Like all Automatic 
V Expanding files, drawers op- 
erate on perfected 10 roller-ball 
bearing suspension slides and 
have safety drawer latches. 


Automatic patented features are now included in the most 
complete line of tariff files on the market. 


Convenience -- Speed 
Every tariff and arageerennt 
instantly available. You can 
remove or replace any issue 
without disturbing others. 


Visibility -- Accuracy 





You can read the whole front 
form of any iff without 
removal from the file. Self- 
indexing. 4 


Compression -- Safety 
A gentle push to close the 
drawer and all tariffs are 


safely compressed, Automati- 
cally, into the least space. 


ta 30 DAYS’ FREE TRIAL! “Gj 


Write today for Free Trial Offer—Direct Factory Proposition 
and new catalog No. 27T. : 


Automatic File & Index Co., E. 10th St., Green Bay, Wis. 


Branches—Chicago, 40 S. Wells St.; New York City, 52 Vander- 
bilt Ave.; Milwaukee, 130 Wisconsin Ave.; Detroit, 131 E. Jefferson. 


UTOMATIC 


“OWA 


FILES 


A Complete Line of Upright, Counter High, Desk High Files and Desks 
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At Your 


Finger Tips Se, 3 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 


; aaa janaian 
2 muy uy 
mits! Vim 


W. B. oe Sec’y and Treas. 


Nof TIDEWATER TERMINALS | 
and ALLIED INIAND WAREHOUSES _,4@8 i 
‘ ge 


HARVEY C.MILLER President 
COMMERCIAL TRUST BLDG.PHILA.PA 
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BOSTON TIDEWATER TERMINAL, INC. 
- M. Hoffman, V. P. & Gen’l Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’! Manager 
17 State Street, New York 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’! Manager & Treas. 
10 Chestnut Street, Philadelphia 


NORFOLK TIDEWATER TERMINALS, INC. 
J. A. Moore, Manager 
Norfolk, Va. 
KEYSTONE WAREHOUSE CO. 
W. S. Bishop, Gen’1 Manager 
Seneca and Hamburg Streets, Buffalo, N. Y. 
MERCHANTS’ Lag ra Co. 
Snowden Henry, Sup 
10 Chestnut Street, Philadelphia 








RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 
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Symb ols of Service 


WNNQ 47 47 





There is no finer symbol of service than the freight car. There is 
nothing that so universally serves mankind. Practically everything 
everyone eats, wears, works with, lives in, or enjoys has been carried 
One or more times in a freight car. 


Missouri Pacific Lines men feel a justifiable pride in efficiently 
maintaining their thousands of freight cars so they are always ready 
‘for service in sufficient quantities to meet the needs of all shippers. 


PACIFIC | 272 


Sets LINES <i 
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Ship Via 
BAYWAY TERMINAL 


Manufacturers of Elizabeth, and within a radius of fifty miles, 
are offered unexcelled rail and water facilities at Bayway Terminal 
for shipping their products to near and distant points. 
























Pelee el elelel ele eee eee eel eee eel ee oe ee ee eleleel el erelaleleler 


Bayway Terminal trucks will call for goods at any factory 
within fifty miles of Elizabeth, ship them immediately from the 
Bayway Terminal dock to any coastwise steamship line, or for 
export. Daily steamboat service from Bayway Terminal dock to 
all steamships from New York City. 





Bayway Terminal is provided with rail connections via 
Central Railroad of New Jersey to and from any point in the 
United States. Sidings of the Central Railroad extend into the 
Terminal. 


Merchants and manufacturers may order goods purchased for 
their own use shipped to Bayway Terminal, which will make 
prompt factory and store door deliveries. 


Joint thru Interstate Commerce Commission and Shipping 
Board rates are in effect on domestic freight. 


The “New Way” offers unlimited terminal facilities for ware- 
housing, assembling, shipping, trucking. 


No lighterage costs. No rehandling. No backhauls. 


Freight car at your door service—at the New York rate. 








Modern factory space to lease at this ideal industrial 
location with the ideal distribution facilities. Low 
insurance. Cheap power. Heat and elevators. 


BAYWAY TERMINAL 


“One of Elizabeth’s Greatest Assets”’ 








TERMINAL OFFICE: EXECUTIVE OFFICES: 
Bayway and S. 1. Sound, ELIZABETH, N. J. 25 Church Street, NEW YORK CITY 
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Where and When? 


By Mac 
Shippers’ Traffic Man 
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Almost every hour of the day someone is 
hurling at me two questions—Where is 
that shipment? When will it arrive?” 


The Soo Line gives me top-notch service 
on that important part of my work. The 
Soo Line men are thorough in collecting 
their passing reports, and they give me the 
information every time as if it were a gen- 
uine pleasure. 





That’s one good reason why I route over 
the Soo Line. 


Is a railroad a real person? 


I say “‘yes” after my experience with the 
Soo. 


To avoid delay, shipments for Ca- 
nadian destinations must be accom- 
panied by shippers’ export declaration 
made in triplicate. This document 
must be delivered to railroad agent 
at initial point with the shipment and 
accompany same to Canadian port 
of entry. 
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SAULT SAINTE MARIE 
f “Mn 


THIEF RIVER FALLS g BESSEMER 
DULUTH ; 





ALWAYS DEPENDABLE 
FREIGHT SERVICE 
AGENCIES 


eo" '*h Boston, Mass., 40 Central St. Los Angeles, Cal., 530 Van Nuys Bldg. St. So ng we” 2050 Railway . RcAso 
Buffalo, N. Y., 409-410 Iroquois | Memphis, Tenn., Porter yg Exch. 

Bldg Milwaukee, Wis., 8 East Wisconsin Ave. St. Paul, in. -» 1112 Merchants Nat’l 
Chicago, IIl., 707° “Standard Trust Bldg. Minneapolis, Mign: Soo Line Bldg., 5th St. Bank Bldg. 
Chippewa Falls, Wis. and Marquette Ave. San Teunahee, Cal., 681 Market St. 
Cincinnati, O., 709 Traction Bldg. Neenah, ‘age Sault Ste. Marie, Mich. 
Cleveland, O., 915 Union Trust Bldg. New York. N. Y., Woolworth Wy oie. Seattle, Wash., 5564 Stuart 
Detroit, Mich., 311 Transportation Bldg. Omaha, Neb. 725-26 W. O. Spokane, Wash., 1006 Old Novi ‘beak Bldg. 
Duluth, Minn., 408 West Superior St. Passaic, N. 250 Bloomfield Ave. Superior, Wis. 
Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa., 1500 Locust St. Tacoma, Wash, 1113 Pacific Ave. 
Indianapolis, Ind., 430 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. Waukesha, Wis. 
Kansas City, Mo., 723 Walnut St. Portland, Ore., 3rd and Pine Sts. Winnipeg, Man., 603-604 Lombard Bldg. 


4 
SAINT PAUL 
MILWAUKEE 


ROUTE YOUR FREIGHT CARE SOO LINE 
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The Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


ge 
KINGSTo" 


TORONTO 95? 
At 
HAMILTON” 


Ps 
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CLEVELAND 





SHIP BY BARGE! 
via THE OPEN GATEWAY TO THE SEA 


AFFORDING SHIPPERS 
Dependable Freight Service with 20% Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment. 





Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, tne. } ’ 


208 
TELEPHONE 
eo ~-aan 29 Broadway, New York City, N. Y. sce as eons 
N. Y. Maritime Exchange BUFFALO OFFICE: Chamber ef Commerce Building BONDED CARRIER 


{| 
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K | THE BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO. 


(BALTIMORE & OHIO SYSTEM) © 


D For the Manufacturer who is seeking the best location 
for his plant—distinct advantages await him 


in 


SERVICE — Co-operation —- GOOD WILL 


y "THE BALTIMORE AND OHIO SYSTEM ‘ 
\ THE BALTIMORE AND OHIO CHICAGO, Superior 
\ ~ TERMINAL RAILROAD 


\ = CHICAGO, ILL. Transportation 
: - Service. 
Friendly 
Co-operation 
| ANN | in Making 
aie wa AN We ecw xt Your Selection 
Se ioneill , a>. + «6 | and Assisting 
x VNR ail SS. in Overcoming 
GEE SSA DRG ones: = Your 
AS Ra | Problems. 
Our Continued 
Policy of 
Good Will. 





Inquiries Cheerfully Solicited and Personal Attention 
Given Each Request 


ADDRESS: 
J. M. McDERMOTT H. M. JOUVER 
C. Industrial Agent : General Freight Agent 
208 Grand Central Station 455 Grand Central Station 


CHICAGO CHICAGO 
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Straight as an Arrow: 


Seattle is over 500 miles nearer 
to Yokohama than any other 
American port. By the “estab- 
lished trade route” via Honolulu, 
it is 1,500 miles nearer. The 
saving in time is proportionate, 
depending upon speed of the 
vessel. 








For specific information address: 
Traffic Department 
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The Seattle Short Route 
Saves Days and Dollars 


In these days of keen competition, days and dollars are of 
paramount importance. Exporters, to successfully compete in 
the great markets of the Orient, must take advantage of 
every shipping economy and sales advantage available to them. 


Traffic managers cannot, therefore, afford to ignore the advan- 
tages which the Seattle short route offers for the expeditious 
and economical routing of trans-Pacific cargoes. 


By reason of its strategic position, 500 miles nearer to the 

Orient than any other American port, the Port of Seattle 

affords the exporter a rare combination of basic advantages: 

1—From one to seven days quicker deliveries to the principal markets of 
the Far East. 


2—From one to seven days less “in transit” time with proportionate 
savings in insurance and interest charges. 


3—Low handling, insurance and storage charges at the $10,000,000 publicly 
owned terminals. 


4—Four transcontinental rail lines and innumerable trans-Pacific steam- 
ship lines affording more frequent service than through any other port. 


5—Expeditious, economical and efficient transfer from car to ship assured 
by most complete handling equipment and facilities. 

Comparison of trans-Pacific routes will quickly convince you 

that you can save days and dollars by shipping—via Seattle! 





Bell Street Terminal 









SEATTLE, WASHINGTON 


May 
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THE GLOBE 


AILING under the American flag, freight services 

operated for the United States Shipping Board, 
comprising 23 lines and 275 ships, leaving from 
Atlantic Coast and Gulf Ports for ports in the United 
Kingdom, Irish Free State, Continental Europe, South 
America, the Orient, Dutch East Indies, Australasia, 
India and Africa, have aided materially in opening up 
new markets for merchandise and giving added impetus 
to the foreign trade of hundreds of progressive Ameri- 


FREIGHT SERVICES 


can shippers. 


1145 





Passenger Service. Included in the 
services are the speedy passenger vessels 
of the United States Lines sailing from 
New York to principal European ports, 
also the American Merchant Lines 
ships which sail weekly between New 
York and London offering passenger 
accommodations at remarkably rea- 


sonable rates. 





*AMERICA FRANCE LINE 
Cosmopolitan Shipping Co., Inc. 


42 Broadway, New York City 
N. Atlantic to Fr. Atlantic ports 


*AMERICAN BRAZIL LINE 
Colombian Steamship Co., Inc. 


17 Battery Place, New York City 
Monthly sailings from Philadelphia, 
New York, Savannah and Jackson- 

ville to ports in Northern Brazil 


AMERICAN DIAMOND LINES 
Black Diamond S. S. Corp. 


67 Exchange Place, New York City 
North Atlantic ports to Rotterdam, 
Holland, and Antwerp, Belgium 


DIXIE UK LINE 
Dixie Steamship Co. 


Whitney Central Bank Bldg. 
New Orleans, La. 
New Orleans to United Kingdom 


*AMER. WEST AFRICAN’ LINE 
A H. Bull & Co., Inc. 
40 West Street, New York City 
North Atlantic and Gulf ports to 


westcoast of Africa, including Azores, 
Canary and Madeira Islands 


AMER. MERCHANT LINES 
J. H. Winchester & Co., Inc. 
17 Battery Place, New York City 


Passenger and freight services to 
United Kingdom ports 


*AMERICAN INDIA LINE 
Roosevelt S. S. Co., Inc. 


11 Broadway, New York City 
North Atlantic ports to Indian ports 


*ATL. AUSTRALIAN LINE 
Roosevelt S. S. Co., Inc. 

11 Broadway, New York City 
New York to Australian ports 
Periodically the above two lines 
combine on an around the world 
service via the Suez Canal 


DIXIE MEDIT. LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 
New Orleans, 
New Orleans to Mediterranean ports 


GULF BRAZIL 
RIVER PLATE LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Bldg, 
New Orleans, La. 
Gulf ports to Brazil and River Plate 
ports, east coast of South America 








For complete information on either freight or passenger services 
as to rates, ships, dates of sailing, etc., write to 


UNITED STATES 
SHIPPING BOARD 


Merchant Fleet. 
Corporation. 
WASHINGTON, D. C. 













GULF WEST MEDIT. LINE 
Tampa Interocean S. S. Co. 


917 Whitney Building 
lew Orleans, 
Gulf and South Atlantic ports to 
Portuguese, Spanish, and North Afri- 
can ports (west of Bizerta) 


MISSISSIPPI VALLEY 
EUROPEAN LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Building 
New Orleans, La. 

New Orleans to French Atlantic and 
Belgian Ports 


MOBILE OCEANIC LINE 
Waterman S. S, Corp. 


Mobile, Ala. 
Mobile and Eastern Gulf ports to 
United Kingdom and Continental 


European ports 


AMERICAN PALMETTO LINE 
South Atlantic Steamship Line 
Bay Street, East Savannah, Ga. 
South Atlantic to United Kingdom 
and continental European ports 


AMERICAN PIONEER LINE 
A tic Division 
Roosevelt S. S. Co. 


11 Broadway, New York City 
North Atlantic ports to Orient 
and Dutch East Indies 


AMERICAN PIONEER LINE 
Gulf Division 
Tampa Interocean Co. 


614 Whitney Bldg., New Orleans, La. 
ports to Orient and 
Dutch East Indies 


YANKEE LINE 
Rogers & Webb 


110 State Street, Boston, Mass. 
North Atlantic to German Ports 


* Accommodations available for a limited number of passengers on these lines, 


TEXAS UKAY LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bidg. 
Galveston, Texas 
Texas to United Kingdom ports 


TEXAS MEDIT. LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Tex. 

Texas to Mediterranean Ports 


AMERICAN REPUBLICS LINE 
C. H. Sprague & Son, Inc. 
33 Broad St., Boston, Mass. 


North and South Atlantic Ports to 
Brazil and River Plate ports, east 
coast of South America 


ORIOLE LINES 
Consolidated Navigation Co. 
Citizens National Bank Building 

ltimore, Md. 


North Atlantic ports to west coast 
of United Kingdom and Irish ports 


SOUTHERN STATES LINE 
Lykes Bros.-Ripley S. S. Co., Inc. 


925 Whitney Central Building 
New Orleans, 


New Orleans and Texas Ports to 
German and Holland ports 


TEXAS STAR LINE 
Lykes Bros.-Ripley S, S. Co., Inc. 


925 Whitney Central Building 
New Orleans, La. . 


Texas to French and Belgian Ports 


UNITED STATES LINES 
45 Broadway, New York City 


Passenger, mail, freight services to 
England, Ireland, France and 
Germany 
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London Midland & Scottish Railway Company 


of Great Britain 


Important Announcement 
to 


Freight Forwarders Shipping Agents 
Traffic Managers Export Managers, etc. 






Shippers to inland points in England should obtain at once 
from the L M S Freight Offices in America 


New British Railway Freight Rates 


based upon the Revised Classification and New Standard 
Charges in force from January Ist, 1928. 


No printed tariffs can be issued, but L MS American 
Offices will quote, on application, on all commodities from 
all British Ports to all points in the interior of Great Britain. 
















For information, apply to 





THOMAS ARTHUR MOFFET 
Freight Traffic Manager in America 
LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 
of Great Britain 
One Broapway, New York City 
Tel. Bowling Green 4260 


May © 
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HiWEST VIRGINIA 


Where Production Costs Are Lower 


LIMESTONE 


FIRE CLAY 
OIL _GAS Meech 


Philadelphia 


sof 


PENNSYLVANIA 





West Virginia is the world’s greatest commissary of natural supplies. 
That portion of the State served by THE CHESAPEAKE AND OHIO RAIL- 
WAY lies in the heart of the Great Appalachian Region, whose resources are 
beyond measure. | 


The latent and unharnessed forces of nature—coal, oil, gas, and waterfall 
—form the vast reservoir of fuel and power which West Virginia offers to the 
present and future generations. 


No other state affords greater opportunity for economical manufacturing. 
It has every major essential—location, raw materials, fuel, power, water, 
labor, transportation, etc. 


‘ PRODUCTION COSTS ARE LOWER AT THE SOURCE OF FUEL AND 
OWER. 


Write for descriptive booklet and special surveys. 
Address: 
INDUSTRIAL DEPARTMENT 


THE CHESAPEAKE AND OHIO RAILWAY 
RICHMOND, VIRGINIA. 
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Total Rail Lines 
16,726.69 
Miles 


Total Water 
Lines 
3,825 Miles 





(Continued from April 28th issue) 
CHAPTER IV. 


Plans For Pacific Railroad Take 
Form—Theodore Judah. 


In addition to investigat- 
ing these private plans, 
and perhaps to aid it in 
considering them, Con- 
gress in 1853 directed 
Secretary of War Jefferson 
Davis to “ascertain the 
most practical and economical route for 
a railroad from the Mississippi River to 
the Pacific Ocean.” 

Davis sent out five columns of army 
engineers, whose report fills twelve large 
volumes with narrative, pictures and 
maps. 

The routes they surveyed have since 
been approximated by the lines of the 
Northern Pacific, Santa Fe, Southern 
Pacific and Union Pacific from Council 
Bluffs to the mountains. 

The army reports indicated that the 
southern routes could be constructed 
in less time and for less money than 
the northern routes, which, on account 
of grades and snow, were regarded as 
impracticable. 

But for the Civil War, it is not un- 
likely that the first railroad to the Pa- 
cific Coast would have been through 
the southern states. The war, while 
adding immeasurably fo the difficulty 
of financing the project, influenced 
the selection of the northern route 
and was a large factor in hastening 
the passage in 1862 of a “Pacific Rail- 
road Bill,” which included in the Gov- 
ernment aid, liberal grants of public 
lands. 

It was Theodore Dehone Judah, a 
young engineer who came to Cali- 
fornia in 1854 as chief engineer for 
the Sacramento Valley Railroad, which 
had been organized to build a road from 
Sacramento to Folsom, whose concen- 
trated enthusiasm gave definite direction 
to the steps which led to breaking 
ground for the Central Pacific Railroad 
at Sacramento in 1863. 

Judah was born in 1826 at Bridge- 
port, Conn., and was educated at the 
Renssaeler Polytechnic Institute at Troy, 
New York. Judah’s early ambition had 
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PROM TRAIL TO RAIL 


A History of Southern Pacific 


been to enter the United States navy, but 
he was unable to secure an appointment 
to Annapolis. He turned his energies to 
civil engineering and with notable suc- 
cess. He was resident engineer of the 
Connecticut River Railroad; surveyed 
and built the railroad from Niagara Falls 
to Lewiston, and served as engineer on 
the Erie Canal and on the Rochester and 
Niagara Falls Railroad. 

Armed with this—in those days—un- 
usual railroad experience, Judah came 
West in 1854 to the Sacramento Valley 
Railroad, the construction of part of 
which he supervised. 


Goes to Congress 


In the fall of 1856 he went East to 
raise funds to extend the Sacramento 
Valley Railroad from Marysville to San 
Francisco. He attended three sessions 
of Congress, endeavoring to procure the 
passage of a bill making grants of land 
to aid in the construction of railroads 
in California. 

It was in this way that Judah gained 
the knowledge of legislative methods 
which led to his selection, in 1859, to 
represent in Washington the California 
Railroad Convention, in an effort to get 
another bill through Congress, and which 
enabled him still later to render material 
help in securing the passage of the 
“Pacific Railroad Bill.” 

The railroad convention, which was 
held in San Francisco October 11, 1859, 
at Assembly Hall, Kearney and Post 
streets, was ealled by the California 
State Legislature ‘‘to consider the refusal 
of Congress to take effective measures 
to secure construction of a railroad from 
the Atlantic to the Pacific.” 

The California Legislature had been 
active in its efforts to help secure rail 
transportation across the continent. 

In 1850 the Legislature passed a 
resolution urging on Congress the im- 
portance of authorizing the construction 
of a national railroad from the Pacific 
Ocean to the Missouri or Mississippi 
River. 

In 1852 the Legislature adopted a 
resolution instructing the California 
delegation in Washington to vote for a 
national railroad to the Pacific Coast. 

A Railroad Convention was held in 
San Francisco October 4 and 5, 1853, 
and in 1853, 1854, and 1857 the Legis- 
lature, by resolution, urged Congress to 
act. 

In 1854 the California Legislature 
appointed a committee of six to col- 
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Southern Pacific 
Highways 


Lead to the 
Main Streets 
of All America 


lect information regarding the proposed 
routes for the Pacific Railroad, and in 
1855 the legislature urged the national 
government to establish military and 
post roads across the plains between the 
Atlantic states and California. 

Judah was a tireless worker, and the 
report of his activities in Washington 
as the representative of the Convention 
is the report of a big job well done. 
His efforts were not crowned with suc- 
cess, however, until nearly two years 
later. 

Judah went East by the Panama route, 
and had for his fellow passengers Con- 
gressman J. C. Burch, who recently had 
been elected one of California’s delega- 
tion to the House of Representatives, 
and General J. H. Lane, United States 
senator from Oregon. . 

Judah made good use of the long 
hours of travel, and by the time they 
reached Washington both Burch and 
Lane knew as much about the Pacific 
Railroad project as Judah jcould tell 
them, and were nearly as enthusiastic 
as the engineer himself. 

During the trip, the trio prepared a 
bill, which, when they reached New York, 
Judah had printed. He sent a copy with 
an explanatory circular to all the prin- 
cipal newspapers and to prominent in- 
dividuals who were directly and in- 
direcly interested in the transcontinental 
project. 

He interviewed influential men in 
Boston and New York, had a long talk 
with President Buchanan, and secured 
his approval of California’s effort to 
secure railroad communication with the 
East. 

Finding the House occupied with the 
election of a speaker, he writes: “I 
decided to make a tour through the 
West, and endeavor to awaken as much 
interest as possible in our efforts. Be- 
fore the organization of Congress ! 
accordingly visited New York, Albany, 
Syracuse, Buffalo, Cleveland, Columbus, 
Chicago, and Cincinnati, being absent 
about one month, and arrived in Wash- 
ington again January 14, 1860, since 
which time I have been constantly en- 
gaged in endeavoring to further the 
passage of the ‘Pacific Railroad Bill’.” 

Back in Washington, he undertook the 
education of Congress in the matter of 
the Pacific Railroad. He sent a copy of 
his bill to each member of both Houses, 
and to every prominent newspaper in 
the country. He interviewed the speaker 
of the House and acquainted him with 
California’s plan. 

When the committee had been ap- 
pointed, to which the Pacific Railroad 
legislation would be referred, Judah saw 
to it that every member had a full supply 
of Pacific Railroad literature and a copy 
of the bill Judah had prepared. 


(To be continued in May 26th issue) 
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